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Sontributions. 





Forty-nine Miles an Hour from Providence to Ston- 
ingtons 





To THE EDITOR OF THE RAILROAD GAZETTE : 

In your recent articles on fast trains in this country I find 
no mention of the fast express over the New York, Provi- 
dence & Boston road, which was running all through the 
past summer and was recently taken off for the winter. ‘I'he 
regular schedule time of this train was 61 minutes for the 
trip from Providence to Stonington, a distance of 50 miles. 
It will be seen that this time is considerably better than 
the 483 miles in 57 minutes of the Boston & Providence 
Railroad. ** VINDEX.” 

PROVIDENCE, Nov, 25th, 1882, 











Statistics and Clerical Force. 





St. Louis, Nov. 18, 1882. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

Mr. Fay says in Gazette of Nov. 10, and very truly, that 
master mechanics of his acquaintance are generally unable 
to furnish statistics. He omits, however, to state that they 
are generally deprived of the clerical force necessary to 
produce statistics by the superintendent or manager of their 
road, Ten years ago I went as clerk into the machinery de- 
partment of a road operating over 550 miles of line. A 
clerk, time-keeper and store-clerk constituted our force, and 
our dutiesembraced the correspondence, accounting, pay- 
rolls, distribution of wages, oil, waste fuel, repairs, making 
a performance sheet and doing all the thousand and one 
little things which, collectively, take so much time. Many 
days in the month we worked sixteen hours, and, as the 
Auditor insisted on having the pay-rolls on the morning of 
the fourth of the ensuing month, some one not infrequently 
worked all night of the third to attain that end; and yet the 
Superintendent complained of the expense. Be is now Geu- 
eral Manager of a very important road, and always shows 
a low cost of operation per mile, Others are more liberal, I 
know, but I do not think the master mechanics are altogether 
to blame for the lack of statistical information as to locomo- 
tive performance—certainly they are not, if deprived of the 
means of gaining and recording such information. 

AUDITOR. 


The Education of Engineers. 


JACKSON, Tenn., Nov. 23, 1882. 
To THE EDITOR OF THE RAILROAD GAZETTE : 

On reading your editorial in issue of Novy. 10, on ‘‘ The 
Education of Engineers,” several things suggested them- 
selves to me, and on reading the communication of Mr. Har- 
ris and that from “ Civil Engineer,” I was still further en- 
couraged to give you my ideas on the subject, and let them 
go for what they may be worth. 

As to the term “ civil engineer,” that of course originated 
in contradistinction to “‘ military engineer,” 7. e., one who 
devotes himself to the problem of attack and defense and 
other duties in warfare. When you take into consideration 
this origin, I for one do not think the term a misnomer. 
Again, as to the varied duties involved in the profession, I 
say,a civil engineer is never finished in his education ; he 
always has something more to learn; but from the time he 
is able to take charge of any work usually given to the pro- 
fession to overlook, I can see no harm in his calling himself 
a civilengineer. As to the education of the engineer, I per- 
fectly agree with one who has done more for such an educa- 
tion, in my opinion, than any other person now living, Mr. 
Trautwine, | mean, when he says he believes it is happy for 
the profession that many of them are not good mathemati- 
cians. I think there is nothing more of a bore in the profes- 
sion than ‘the proud, conceited, talking spark,” who 
has just graduated, coming into a corps (the term you sneer 
at), and boasting of his education, and acting as if the latter 
had been finished; they generally find their level after a 
time; I know I did for one, and also discovered that college 
does not teach everything. 

I think the great trouble in che education of the engineer 
of the present day is that there is nocollege that teaches es- 
pecially and only what is necessary to make a good and suc- 
cessful engineer. The relations between the asymptotes 
of a hyperbola may be interesting to know if one has time, 
also future series and the differential and the integral cal- 
culi, but they are not of service to the engineer in his every- 
day life, and I believe it is waste of time for him to attempt 
to master them. 

I thoroughly agree with Mr. Harris in the opportunities 
of an engineer to acquire a knowledge of all branches of 
the profession in a lifetime if he choose to, and until that be 
ended I maintain his education is not finished. A civil en- 
gineer is perfectly right in his assertion that many leading 
engineers have had a liberal education. I know several my- 
self who are highly polished and learned, but they will all 
coincide with me in backing up the assertion that an elab- 
orate education is not necessary to success in the profession. 
I, myself, think the best class of civil engineers are born, 
not made. Ithink also the profession naturally suggests 
itself. I would always recommend it to those of an ingenious 
and practical turn of mind, those quick in an emergency 


and inclined to be mechanical, preferring the work shop to 
buse-ball or other games. I have watched these and never 
found them. to fail in the profession. 

STi A LEARNER. 








Some Facts in the Early History of the Pennsylvania 
Railroad—Development of Track and Road-Bed. 





To THE EDITOR OF THE RAILROAD GAZETTE: 

The early history of the Pennsylvania Railroad has been 
so much written about, one needs a special license for speak- 
ing of those facts neccessary toa proper beginning of our 
subject. Aside from a popular book and the large volume of 
Mr. Dredge are the important ‘‘ Notes on the Internal Im- 
provements of Pennsylvania,”* and the interesting paper 
read before the Pennsylvania Historical Society entitled 
“The First Railroad over the Allegheny Mountains,”+ and in 
addition to these, portions of the article on ‘‘ Transportation 
in Pennsylvania,” published in vol. I. of *‘ Pennsylvania 
and the Centennial Exhibition.” The most interesting of 
all documents in.connection with the subject, howeyer, is 
“The Report made to the Pennsylvania Society for the 
Encouragement of Internal Improvement, by William 
Strickland, Architect and Engineer”; who was sent abroad 
in 1825, to examine the public works of Great Britain. The 
volume, published in 1826, contains drawings of various 
road-beds, rail-sections, frogs, etc., besides a cut of Stephen- 
son’s locomotive. If reproduced some of its pages would, 
perhaps, give the best representation for this country of the 
starting point of railroad apparatus. 

The Early Tracks.—The early road-bed began at the in- 
tersection of Broad and Vine streets, Philadelphia; it was 
graded 25 ft. wide, and its track was laid on various sections 
by different methods. Six miles were laid with granite 
sills, plated with iron bays 214 in. in width by % in thick- 
ness;18 miles with wooden string pieces similarly plated; 
two miles with stone blocks and edge rail having stone sills 
extending across the track at intervals of 15 ft.; and 137 
miles with stone blocks and edge rail having wooden cross 
ties intermediate except on some of the embankments, 
where the edge rails were secured to cross-ties supported on 
longitudinal mud-sills, The granite sills soon proved a fail- 
ure, and all the flat rails were found to curl on end; some~ 
times even to cut into the floor of the car. 


Chronological Table of the Government Roads of Penn- 
sylvania. 

1822-3. The Legislature of Pennsylvania incorporates a 
company to construct a railroad from Philadelphia to Co- 
lumbia known as the Pennsylvania Railroad. 

1828 (March 24). ‘‘An act relative to the Pennsylvania 
Canal and to provide for the commencement of a railroad” 
was approved. 

1832. Single track opened from Philadelphia to Colum- 
bia (82 miles), but little business attempted, as a second track 
is thought to be a necessity. 

1834. Ten planes and road between Holidaysburg and 
Johnstown and through route by canal to Pittsburgh opened. 

1835. The first locomotive runs between Philadelphia 
and Columbia. The Lancaster & Harrisburg Railroad (36 
miles) is built by a corporation in which the State holds con- 
siderable interest. 

1837 (Oct. 7). Double track opened to Columbia. 

Chronology of Pennsylvania Railroad, 

1846. Incorporated (April 13); charter issued Feb, 25. 

1847. Officers: President, Samuel V, Merrick; Chief En- 
gineer, J. Edgar Thomson; Assistants, Wm. B. Foster and 
Edward Miller. 

1850. Road opened to Portage Railroad at Duncansville, 
near Holidaysburg (Sept. 17). Thomas A. Scott, station 
agent at Duncansville. 

1852. First train runs through from Philadelphia to 
Pittsburgh over Portage Railroad. 

1854. First train through the Allegheny tunnel above 
Altoona (Jan. 21). Road opens for business between Lan- 
caster and Pittsburgh (Feb. 15). 

1857. The State Works purchased by the Pennsylvania 
Railroad Company, the Lancaster road having been previ- 
ously leased. 

1862 (Jan. 6.) Philadelphia & Erie Railroad leased. 

1868 (March). The Pan-Handle Railway Company, the 
Holliday’s Cove Railroad Company and the Steubenville & 
Indiana Railroad Company enter into an agreement of con- 
solidation under the style Pittsburgh, Cincinnati & St. Louis 
Railway Company. 

1869 (June 7), Pittsburgh, Fort Wayne & Chicago Rail- 
way leased, 

1871. United Railroads of New Jersey leased. 

1872. Letters patent issued to Pennsylvania Company, 
chartered by act of Legislature of Pennsylvania (approved 
April 7, 1870). 


1875. Jeffersonville, Madison & Indianapolis Railroad 
leased. 
1875, Northern Central Railroad controlled. 


1881. Philadelphia, Wilmington & Baltimore Railroad 
controlled by purchase of stock. 

THE TRACKS AND ROAD-BED. 

The double tracks of the state (Columbia) road, at the 
time of the building of the Pennsylvania road, consisted of 
edge rails of rolled iron 344 in. in depth, with the bottom 
and top surfaces parallel, weighing probably 4114 lbs. to 
the yard, and set in cast-iron chairs (14 to 15 lbs.) on ties 3 
ft. apart. 

The rails were fastened in the chair by iron keys driven 
between the chair and rail, and needing attention every few 
days. 


*W. Hassel Wilson, C. FE. 
+Solomon W. Roberts, C. E. 








Both these gentlemen were engineers of the early roads. 





The Lancaster road was laid with a similar but perbaps 
heavier rail (50 lbs,), but they agreed to replace this ‘“‘with 
H-rail during the ensuing year” (1849), 

This H-rail was used by the Pennsylvania road was set in 
a low chair, additional half-chairs being used for the outer 
rail on curves, The road was ballasted with broken stone 
gravel and slate; but the latter was soon replaced by sand- 
stone and limestone, 

The tracks of $the state road were only 4 ft. 6 in. apart, 
and, the cars of the Pennsy]vania road being unable to pass, 
a change of cars remain necessary until after the purchase 
of the Columbia road, when the track was relaid, but not 
until 1858 were the wide cars able to run over the entire 
line, 

Cast-iron chairs were used at first, but in 1857 they were 
replaced by wrought iron, because the cast iron was found 
to abrade and wear the base of the rail. Experience of a 
half mile of heavy T-rail laid in 1851 (spiked), and later an 
83-lbs. T-rail with wrought-iron spiices laid between Bolivar 
and Blairsville was had, and it was found te wear less 
rapidly than the 64 lbs. rails on the ordinary chair connec- 
tion, while a heavy U-rail on the Allegheny grades proved 
entirely inferior (1859). 

The first steel rails (150 tons) were purchased in 1862 and 
laid in 1864, in chairs; in 1865 270 tons of Bessemer steel 
rail were laid, and about this time the Philadelphia & Erie 
pattern (whicb had previously been adcpted for the Phila- 
delphia & Erie) of rail was adopted as a better form for 
steel. About this period also the ‘Thomson splice” was 
used—a combination of splice and plate which for the steel 
rails was made of steel. It was found however that the rail 
was worn at the expense of the splice and suffered thereby 
orcasional fracture ; and steel splices were also found to 
wear the rail at the top and base of the stem, 

In 1868 the English fish-plate splice (having no angle) was 
adopted ; and in 1873 the standard forms and sizes (414 and 
414) of rail splice (fitting both sizes) and joint now in use, 

A report which appears to have considerable vitality has 
for some time been in circulation alleging that the Pennsyl- 
vania Railroad offered $10,000 for a nut-lock, but this has 
no foundation whatever, as the joint now in use gives en- 
tire satisfaction, CHARLES L. ConpIt. 





The Aggressive Policy of the Milwaukee & St. Paul, 


As illustrating the leng existence of causes of complaint 
against the Chicago, Milwaukee & St. Paul Company for its 
construction of lines interfering with other railroads, the 
following letter, bearing date of Feb. 19, 1881, from Mr, 
H. H. Porter, President of the Chicago, Milwaukee St, 
Paul, Minneapolis & Omaha Company, to Mr. Benjamin 
Brewster, its Vice-President, was published last Sunday. 
We have heard the policy of the Milwaukee & St. Paul 
Company in this company criticised by others earlier than 
the date of this letter. Its occupation of territory far re- 
moved.from that in which its old system was situated, sur- 
rvunded and intersected by the lines of other companies, 
was looked upon as dangerous, as was the control of the 
Burlington, Cedar Rapids & Northern by the Rock Island 
Company. Mr. Porter’s letter (which, by the way, shows 
very clearly some of the motives which must influence a 
railroad corporation in undertaking new lines) reads as fol- 
lows: 


DEAR Sim: The activity of the Milwaukee & St. Paul 
Raiiroad and their determination to build railroads every- 
where, and in competition with everybody, in its ultimate 
results is going to be very disturbing, if not alarming. I 
have no doubt when they get through they will land where 
others, we know of, have done before, but so long as they can 
raise the money they will go on. Last year they built from 
Benton (a point on their Hastings & Dakota Div’sion south- 
west of Minneapolis) into Minneap lis. Last week a resolu- 
tion of their board came from New York instructing Mr. 
Merrill to go on and build from Benton to Mankato on the 
west side of the Minnesota River, passing just west of St. 
Peter and crossing at Mankato to a connection with their 
present road up there. This makes a connection between 
their Hastings & Dakota and Southern Minne-ota lines, and 
puts a line just west of us all the way from St. Paul and 
Minneapolis to Mankato, which will be extremely disastrous 
to our jine from Merriam Junction to Mankato, where we 
have have some nice towns now giving us a large grain and 
other business. We bave got to look squarely in the face 
this condition of the Milwankee & St. Paul, and it is a ques- 
tioa for our road, the Northwestern and the Rock Island, to 
consider, as they are making similar movements in each of- 
their territories. In my judgment some policy will bave to 
be adopted, and that policy a uniform one that each should 
carry out, to protect it acainst the St. Paul Company. in its 
own district, for while large disaster will come to them, the 
result will be disastrous to each of our interests also. 

We are urged tocommence at Henderson and build a line 
west between the Hastings & Dakota and the Winona & St. 
Peter. Idishke to do it, but it may be necessary to get out 
there to catcn the business west of their line, as without 
this, by their parallel line to ours, they will catch it before 
it gets tous. lbave no doubt from what I hear that the 
Milwaukee & St. Paul are also preparing to build a railroad 
to Ottumwa and another to Oskaloosa from the Iowa Di- 
vision. We are not strong enough ourselves to do much to- 
ward checking them, but I think we can undertake to do it 
in our own territory, under some general plan, if the North- 
western will undertake as thorougbly to do itin theirs, and 
the Rock Island as thoroughly in theirs ; but with the cour- 
age that exists in the Milwaukee & St. Paul anithe readi- 
ness of capitalists to invest in securities, we are not stout 
enough alone todo much. I don’t like the outlook at all. 
It is so easy for anybody to build a railroad anywhere. ; 

The St. Paul Company are also preparing to build a rail- 
road from Wabashaw t» Eau Claire, and northwest from 
Ezu Claire to secure the land grantof the Superior City line. 
which crosses our Bayfield live in about the centre I am 
trying to defeat this in the Wisconsin Legislature, even to 
the extent of our building that branch ourselves. It has 
valuable pine on it and would pay us to build. but I don’t 
feel like buildingany more road than is absolutely necessary. 
In my judgment we have got to bave one of three polices 
toward the St. Paul Company : (1) Active aggression ; (2) 
defensive (which never works) ; (3) keeping entirely still— 
making our road so good in its pbysicai condition that we 
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HOLT’S PIPE 


can operate as cheap as the cheapest, doing our business so 
satisfactorily (at low rates if necessary) as to make the pub- 
lic pleased with us, and keeping ourselves compact until! the 
break comes, which itis sure to do, when we can branch out. 

Yesterday Mr. Merrill came here and called a meeting 
and in it demanded that they have a larger share of the 
business between St. Paul and Chicago than they now get, 
it being pooled half and balf in gross, or that the pool should 
break, when he could get it. I emphatically declined this 
and told him that rather than let bim have any more than 
half we preferred he should break the pool. I don’t know 
whether he will do it or not, but fear he will. If they make 
a fight it will be a severe and lasting one and cannot but 
prove injurious to all, but they seem to court it for some 
reason. They are bold, determined, and, I think, reckless, 
and such a fight must be made very disastrous to them if it 
comes. This we cannot make it witbout very severe punish- 
ment to ourselves, and we must take the punishment like 
men, simply protecting ourselves all we can. 








Holt’s Pipe Connection Between Locomotive 
Engines and Tenders. 





Mr. Francis Holt, who is, what we in this country would 
call the ‘General Foreman” of the extensive shops of the | 
Midland Railway Company, at Derby, in England, has 
patented an arrangement of pipes for connecting loco- | 
motives with their tenders, and for conducting water, | 
steam or air from the one to the other, which thus takes the 
place of flexible hose, ball-joints and other troublesome | 
means now used for this purpose. The engravings, figs. 1-4, | 
represent the method of applying his invention ; first, for | 
conducting steam to an ejector h, on the tender, which is | 
used in connection with the vacuum brake ; second, for | 
supplying steam to a cylinder i, also on the tender and | 
used for operating the brakes; and third, figs. 5-7 show | 
the method employed in the Midland Railway for working 
an injector attached underneath the foot plate of the 
engine. In his specification Mr Holt describes his inven- 
tion as follows | 

In the drawing a is the back plate of the fire-box of the 
engine, to which is fixed the valve-box b, connected by the 
pipe c to the elbow bracket d, to which one end of the brass, 
steel, or other metal tube e is attached; the other end of 
this tube passes through the packed gland of an ordinary 
stuffing box f fixed to the tender; and this stuffing box, 
which is shown on an enlarged scale in fig. 3, is connected 
by the pipe g to the usual vacuum brake ejector h, which is 
placed at the end of the tender near the carriages. The tube 
e must be of such a length as will give the flexibility re- 

uired in passing through curves of a minimum radius; and 
the stuffing box must be sufficiently long to allow for the 
telescopic motion of the tube when the engine and tender 
are shunting or ina collision. This tube e and the stuffing | 
box f, in which one end works, are to be used in Jieu of the | 
ordinary ball-and-socket pipes, or hose pipes, or metal coils 
now in general use for conveying steam from the engine 
to the vacuum brake ejector on the tender, the tube e giving 
absolute security for working the ejector. 

In figs. 1 and 2 I have also shown how my improvements 
are applied to working the brakes by a steam cylinder on 
the tender. The tube 7 is connected at one end to the boiler 
of the locomotive engine, and the other end passes through | 
the gland of the stuffing box j, shown also in fig. 4, which | 
is in communication with the steam cylinder i', which is | 
connected to an ordinary apparatus for applying the brakes | 
to the wheels of the tender or carriages. 

From this description the method of applying this arrange- 
ment for working an injector, shown in figs. 5-7, will be 


readily understood. K is the injector and n n the pipe | 


which supplies it with water. O isa stuffing box similar to 
that shown in figs. 3 and 4, with a valve v above for turn- 
ing the water on and off. The steam and feed pipe connec- 
tions of the injector are not shown in the drawing. 
This arrangement has also been patented in this country. 
The experience which Mr. Holt has had in conducting the 
practical departments of shops so extensive as are those at 
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Derby, and the high reputation which he bas earned in that 
capacity, is a sufficient guarantee that the arrangement 
which he has introduced is thoroughly practical in its char- 
acter and worthy of the attention of American railroad 
locomotive superintendents. His address is, Locomotive 
Department, Midland Railway, Derby, England. 








Savannah, Florida & WesternmRules for the Road 
Department. 


The Road Department of the Savannah, Florida & Western 





Railway, under the charge of Mr. H. W. Reed, Master of | 


Roadway, has lately issued a circular containing the follow- 
ing specifications for a perfect section: 
I.—Line. 
The track must be in true line. 
II.—Surface. 

The track must be in good surface ; on straight lines, oppo- 
site rails must be on the same level, and on curves the proper 
elevation must be given to the outer rail and carried uni- 
formly around the curve. . 

This elevation should begin at the proper point before 
entering the curve, and attain the full elevation at the be- 








CONNECTION BETWEEN ENGINE AND TENDER. 


ginning of the curve, and the same must be done at the end 
of the curve. 

The proper point to begin elevation, and the maximum 
elevation for each curve, must be obtained from the super- 
visors, who will be advised from this office. 

Il1.—Joints. 


The joints of the rails must be midway between the joint 
ties and opposite the centres of the rails in the other side of 
the track. 

A proper distance must be left between the ends of the 
raiis for expansion. This distance in summer should be 
1-16 in. and in winter should be 3-16 in. 

The fish plates must be properly put on with the full num- 


| ber of bolts and nuts, and kept tight. 


The rails must be spiked inside and outside on each tie, 


| and spikes must be driven in such position as to keep the ties 


at right angles to the rails. 
1V.—Ballast. 
| The track should be ballasted with clean, coarse sand, for 
|a depth of 12 in. below the ties, and filled in between the 
|rails of the track, over the ties, to the height of 44 in. 
below the tops of the rails, except near the rails, where 
| clearance shculd be allowed for flanges of wheels, and out- 
|side of the rails the track should be filled with the same 
material to a level with the tops of tlfe ties to the full width 
of the top of the bank, which shall not be less than 14 ft., 
| with edges parallel with the rails. 
V.—Cross Ties: 
The cross ties must be evenly spaced 2 ft. between centres. 
Where there is a difference in the size of ties put in during 
|regular work, the larger ones should be selected for joint 
| ties. ; 
| Where a tie is crooked or twisted, it should be adzed so 
| that the rails may have a bearing across the entire breadth 
| of the tie. 
| 


- 


VI.—Ditches and Waterways. 


| All ditches should be kept free of obstruction, straight 
| and uniform, and of sufficient size. 

Outside, or surface ditches, should be made wherever 
| needed. 

| The inside edges of the ditches should be kept at a distance 
| from the centre line of the rcad of one and a half times the 
| height of the bank added to 10 ft. 

| All waterways should be kept free from obstructions a 
| sufficient distance on either side of the road. Old timber 
| and brush should never be allowed to remain ut a trestle or 
| culvert opening. 


| VII.—Switches and Sidings. 


Switches and frogs must be kept well lined and in good 
order, all the parts in proper position and all bolts tight. 
| Guard rails must be placed at 134 in. from main rails and 
| properly braced. 
| Wharton switches should work freely, so that the lever 
| will drop of its own weight. Split switches should be kept 
|clean and free from sand and rubbish around the tie bars 
}and switch rails so that nothing can work between the 
| oints and the line rails. At stub switches the clamps of tie 
ae should fit closely to the base of the rails, and no lost 
| motion should be allowed ; low joints must not be allowed 
| at the head blocks, and the switch rails should have a bear- 
ing on all of the ties. 

No wider space should be allowed between the ends of the 
rails than will be necessary for ease of working at all times 
and no lip between the edges of the rails should be allow 
when the switch is in position for either track. 
| Sidings must be kept in proper order. 


| V1II.—Cattle Guards. 


Cattle guards must be kept in good order, and the fences 
roperly maintained to the outside edges of the ditches and 
Senses whitewashed. 
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HOLT’S PIPE CONNECTION BETWEEN ENGINE AND TENDER. 


IX.--Road Crossings. 


Road crossing plank must be securely spiked, and should 
ne 94 in. below the tcp of the rails, and 214 in. from the 
guage line ; the ends and inside edges of the planks should 
be beveled off. 

X.—Station and Section Grounds. 


All pom, fences, wood racks and grounds must be 
kept clean and in good order. 


XTI.—Policing. 

All material must be picked up and piled at the proper 
points at the close of each day’s work. Bushes and vines 
must be kept cut close to the ground within the limits of the 
right-of-way, and telegraph poles must be kept in proper 
position. Old timber that can be made serviceable should 


| — y piled at the proper points, and all other should be 
urned, 





The “Fitness” which Qualifies for the New Yor 
Railroad Commission. 


k 





The New York Tribune of Nov. 27, says in an article on 
the political situation in New York : 

The great aim at present is to control the Board of Rail- 
road Commissioners and the speakership of the Assembly. 
Tammany Hall has several candidates for Railroad Com- 
missioners, and the County Democracy has one or two. 


Among these are such self-sacrificing patriots as John B. | 
Haskin, Alderman Sauer, and others of equal experience in | 


railroad matters. Ex-Senator Kernan, of Utica, is men- 
tioned as a probable nominee; but he says he will not accept 
the place if offered to him. The dead-lock between the 
Chamber of Commerce and the Board of Trade and Trans- 
portation and the Anti-Monopoly League in regard to the 
appointment of a Commissioner is causing a good deal of 
talk. The Chamber of Commerce is the oldest institution 
of the kind in the country, having been organized 112 years 
ago, It has a membership of several hundred of the leading 
merchants of the city, no person being admitted as a mem- 
ber unless engaged in trade and commerce, or in pursuits 
directly connected therewith. That such a representative 
body as this, of persons most interested in the Railroad 
Commission bill, should be ignored in the selection of a per- 
son for Commissioner under the new law, by two bodies 
like the Board of Trade and Transportation and the National 
Anti-Monopoly League causes a good deal of indignation 
among business men. 

The law passed by the Legislature providing for a Rail- 
road Commission states that one of the commissioners ‘‘shall 
be selected upon the recommendation of the presidents and 
executive committees or a majority of such, of the Chamber 
of Commerce, the Board of Trade and Transportation and 
the National Anuti-Monopoly League as said organization 
now exists, or any two of such a so represented, 
in case of disagreement.” In order that he could not be 


circumvented in this matter, Mr. Thurber had the Board of | 
Trade and Transportation, and also the National Anti- | 


Monopoly League incorporated before the Governor signed 
the Commission bill. The corporators of the League are 
nine in number, as follows: F, B. Thurber, grocer; Lucius 
E. Chittenden, lawyer; Henry Nichols, politician; John W. 
Keogh, shoemaker and Greenback litician; James 

Serrell, civil engineer; Courtlandt Palmer, no occupation; 


Wilson S. Wolf, lawyer and politician: R. P. Gibson, 
physician, and William Ward, banker. In addition to these 
Dine corporators, the Executive Committee consists of Theo- 
dore E. Tomlinson, a Greenback politician, and William H. 
Wiley, who is or was connected with Mr. Thurber in busi- 
ness. The constitution of this organization of nine men, all 
of whom are said to have business relations with Mr. Thur- 
ber, provides that there shall be a committee on membership 
of three, without whose recommendation no person can be- 
come a member. As Mr. Thurber virtually appoints this 
committee of three, he is thus absolutely certain of controll- 
ing “the Executive Committee of the National Anti-Mon- 
opoly League” as it ‘“‘now” exists, as provided in the Rail- 
road Commission bill. 
The Board of Trade and Transportation is incorporated 
| and controlled by Mr. Thurber, ona similar plan. He is a 
| member of the Executive Committee in this organization 
| also, and so is W. H. Wiley, and others having business re- 
| lations with Thurber. These two close corporations, in no 
| wise representing business men of the city, met—nobody 
| knows where apparently—and selected ex-Senator O’Don- 
| nell for a Railroad Commissioner, and then informed the 
| Chamber of Commerce, of which Mr. Thurber is also a mem- 
| ber, of what they had done. Of course the Chamber of 
| Commerce did not with Mr. Thurber and fixed upon 
A. B. Hepburn as a fit man for Commissioner. Mr. O’Don- 
| nell was formerly the leader of the Prohibition party in this 
state, and in a close election if the Republican managers 
wanted to prevent the Prohibition y from putting 
candidates in the field, and thus drawing away votes from 
the regular Republican nominees, they had to see Mr. 
| O’Donnell about it. The power he held in this way secured 
| him a Republican nomination and election as State Senator 
and also the clerkship of the Assembly for two terms. Lead- 
ing Democrats assert that an amendment will be passed to 
the Commission bill as soon as the Legislature meets, taking 
away from these outside bodies any power to dictate to the 
Governor as to whom he shall appoint. Leading lawyers 
assert that the bill as it now stands is unconstitutional. 











Technical Education. 





Mr. H. W. Reed, Master of Roadway of the Savannah 
Florida & Western Railway, has established a system of 
instruction for “‘engineers of permanent way,” which is 
commended as a kind of technical education with no non- 
sense about it. Whether it is all that it should be will not 
be discussed here, but we venture the assertion that a 
student who has had a good common-school education to 
begin witb, and has taken the course described below, will, 
as a track or bridge superintendent, or an engineer of 
permanent way—if that title suits better—command 
better pay, and will, at the end of his apprenticeship, 
have less difficulty in getting an appointment in sucha 
position, than he would have if he had taken a course in 
| civil engineering at a technical school. It is not said that 
| the technical school course of study is not a good thing, but if 
| it were our duty tohire men to take charge of a railroad track, 

and we were obliged to choose between the graduates taught 





| in Professor Reed’s school and those with no other knowledge 
than that which they obtained at Troy, or Hoboken or the 
Boston Institute of Technology, we should take Mr. Reed’s 
graduates. In other words for teaching the special art 
and occupation of keeping a railroad track in repair Mr. 
Reed’s school will beat the technical colleges ‘‘every time.” 
The following order gives the curriculum of Mr. Reed’s 
school : 


| On Nov. 1 the following system of apprenticeship will go 
| into effect in this department: 

I. All apprentices will be assigned to one gang, to be 
called the “Apprentice Gang,” which will be under the 
charge of a competent instructor and foreman, and will 
consist of ten members. 


IL. The apprentice gang will be assigned to duty on var- 
ious parts of the road, where the greatest differences occur 
in the condition of soil, e and alignment, in order that 
a thorough mastery of the business may be acquired. 

III. In the organization and management of the appren- 
tice gang the following rules will be observed 

a. Appointments will only be made upon written applica- 
tions, accompanied by satisfactory evidences as to ability, 
character and sobriety. 
|b. The period of apprenticeship will be one year from date 
of appointment. Any time lost during this period will be 
added to the period. 

c. The pay of an apprentice will be 75 cents per day for 
the first three months; $1 per day for the second three 
months; $1.25 per dav for the the third three months, and 
$1.50 per day tor .... ..vat three months, without rations, 
Each period of three months must be full time. 

d. After the expiration of the prescribed period of ap- 
prenticeship, and upon passing a satisfactory examination, 
apprentices will be eligible for promotion to the foreman- 
ship of either track or bridge gangs, and these appointments 
to vacancies will be made in the order in which the candi 
dates complete their terms of apprenticeship. 

e. Should an apprentice at any time be found incompe- 
tent, he will be removed. 

f. The foreman of the apprentice gang 
structions as to the management of hi 
fs) 


will get full in- 
s gang from this 


ffice. 

g. This gang will be required to do all kinds of bridge and 
track work; will be thoroughly schooled in the —— 
ment of a section and in the making of reports, and will 
allowed to leave no piece of work until it has been com- 
pleted in the most thorough manner possible. 








THE SCRAP HEAP. 


Locomotive Building. 


The Indianapolis & St. Louis shops at Mattoon, IlJ., have 
lateiy completed two passenger engines for the road. 

The Mason Machine Works in Taunton, Mass., recently de- 
livered a double-bogie engine weighing 35 tons to the Boston, 
Revere Beach & Lynn road. 

The Hannibal & St. Joseph shops in Hannibal, Mo,, re- 
cently turned out a very handsome —_= engine, built 
under the direction of Mr. James Long, Superintendent of 
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RAILROAD EARNINGS IN OCTOBER, 













































































































MILEAGE. EARNINGS. Earnines Per MILE. 
NaME OF Roap. ~| —_——_ ——_ pat ge 
| De- | 
1882. | 1881.) Inc. | Dee! P. c. 1882, 1881. oe crease. | P. ¢c. | 1882.) 1881. hee ee. ro 8: 
ee 2h aA, | - ee 2) ee ee ee 
ok ~ ls| $s 
Ala. Gt. Southern ...| 290] _ 290)...... wey eee ; | 306] 279| 27 9.6 
Atchison, Top. & 8.¥.| 1,832] 1,760] 73|""""|""4.i| 1459695 1,203,083 Tt] 36s] 7i7| BOl 2) 7.0 
Kuff., Pitts. & West ..| 223] 205) 18)....| 8.8 *"92.015| - 68,189) 33'9| 413) 332) 81 24.5 
Bur., Ced. Rap. & No.| 660 96)....| 17.0 300.155 221748) 35.3\ 455! 393| 62 16.0 
Central, of Georgia*..| 726, 712| 14 1.9}  426'500| 414,489] 2.9| 587| 582| 5l...... 0.9 
Central Iowa.......... 244] 210 16,1 108'4 87.913) 234, 445) 419] 26 6.4 
Central Pacific........ 3,100} 2,775) 325)....) 11.8] 2 409,000) 2 507.8 “39| 777) 90 127; 14.1 
Ches. & Ohio........ 517) 435) = 82)....| 18.9 "347°882| ° 236.396 47.2| 673) 543/130 24.1 
Chicago & Alton...... i. ] eel es eae 812032] 771.843) 5.2| 958| 911| 48|...... | 6.2 
Chi. & Eastern Ill... 245 2; 613)....| 5.7 169.579 156.857) 811 692 676| 16\...... 2.4 
Chi., Mil. & St. Paul...| 4,380] 3,950) 430)....) 10.9} 2.251000) 1,591.05: 41.6} 514) 403/111 27.7 
Chi.’ & Northwestern..| 3,400| 2,944) 460)..." 15.6] 9°592"100| 23411097) 10.7| 762| 796|....| 34 4.3 
Chi., St. P., M. & O....| 1,070} 960) 110 11.5 546.671 "379/05 44.1| 511 395/116 29.1 
Chi. & West Mich....| 382) 367) 15)...| 41 131,163) 123,010! 6] 343; 335 wee ot 
Cin., Ind., St. L.& Chi.) 384) 342) 42|°"'.| 12:3] — o50'o 21'320| 3.0| 651| 647 0.6 
Cin.. N. 0. &T. Pac..| 336 bes Nas 334031; 239°386 et] ol gol 0.3 
Cleve., Akron & Col..| 144 “54°718 37°996| 4.0| 380! 264 116) ......| 44.0 
Col., Hoek’g V. & Tol.| 320 272'579| 249,157 *90| 852| 779| 73). 9.4 
Denver & R. G....... ,160 630598}  638°432|......... 12] 544| 658|...| 114) 17.3 
Des M. & Ft. Dodge..| 108 31.595 40,081 * 2111 283) 477\.... 40.7 
peak Se 2 31,595 40,061 8,466} 21.1) 283| 477| 194, 40.7 
Det, Lan, & Bow......| 38 153,962) 130,942] 23,020) ....."... | 17.7] 681) 579/102|......) 17.7 
E. Tenn. Va.& Gas. 900 372,235] 315,644) 56,591) .22222 «2, | 18.0} 414) 351] 63|.. ...! 18.0 
Leg » HL. .-0- Fed 73,408) 63,392 10,016} ......... | 15.4) 468) 440) 58 6.4 
fhe B Sy es pom 199,064} 186,069} 12,995)...... ... 7.0} 577) 585). 8 1.3 
CaP ee es SS 39,001) 33,935 5,066] ......... | 14.7| 177) 154) 2¢ 14.7 
Hensel & A oe oa 227,506) 127,421} 100,085)......... | 78.6) 471) 398) 73 18.3 
Hannibal & St Jo.-..| 208 38,442) 231,913 oS | 28] 817] 794] 23).....) 28 
il Gee tl tens | eis 24,096) 18,861; 5,235)... ...... | 27.6) 232; 214) 18 8.4 
ieee) oe 674,887; 646,190) -28,697).......... | 4.4 734) 704] 30)......) 44 
a. 1 eee 190,438] 169,048) Bono's sensi 12.7; 474 421) 53 | 12.7 
Ente Renen| Sen 269,004) 228,667) 40,37)....... .. | 17.6) 387) 412 25) 6.0 
ty rhage 175,578} 150,504) 25,074).......... 16.6} 488) 470) 18 3.8 
Little Rock & Ft. 8.*,| 168 ‘er'see| eoist| asl | Ea] eee ez) 8. -| Oe 
Little R., Miss.R.&T.*| 173 39'035|  si'4ss| 7600/2 | oeal Geel deel os 11.9 
Long Island 335 98'533| 1esSic| | 8s'2171"- Stel seal ae7iine re 
Long Island. ;-........) $35 198,532) 163,315) 35,217}..0.22.... 21.6} 593) 487/106]... 21.6 
Louisville & Nash: ..| 2,035 1 212,155) 1,002,950 209,20 + 20.9 590 545| 45)...... 22 
 . A 51, | 7 are 51.5} 397) 343) 5 >.¢ 
Mar., Hought. & Ont. oi 118,218) 101,736] 16,482).0222221. 16.1/1,219| 1,156| 63|...... 5.4 
hs — ey ak 83,414 71,832 SS | 16.1) 282) 276) 6 2.1 
Central Branch..... 387 113,143) 
Int. & Gt. Northern.) 775 atL4o? “ 3 
Mo., Kan. & Tex....} 1,300 687,703 r 5.5 
Mo. Pacific... ...... 935 860/525 16.2 
St. L., I. M. & So...) _ 810 809,394! ; 4.9 
Texas & Pacific.....| 1,400 541,901 4 9.6 
Mobile & Ohio........ 528 205,201 3.2! 1.1 
Nash., Chat. & St.L.+.| 348 80'319 4.8| 518 4.8 
& N. England. | 396 310,145 18.7| 783 6.7 
N. P., Pa. & Ohio*....| 565 555,023 21:9] 9g 21.9 
Norfolk & Western 4 272\318 10.5 636 | 10.5 
Northern Central..... 326 550,225 223) 1.688 1.379) 22:3 
Northern Pacific...... 1,420 834.460 55 42.4| 588 601! 2'4 
Ohio Central..... ... 232 114.271 1.631) anal aes fs 0. 
Ohio Southern*....... 138 40,302 32'289) 8,313] oat Ss: = 13 : 167 
: sen ed pn heed Ee a So 234 ROL Rrevsess } 20-4 
— ny Oey ers ees 8,672,971 987,083]....... on 26.6) 2,356 1208 a = 
o., Dee. i 58,8 OOH aicss. < oece 37 .6| 239] ‘gg9]....| 7] 28 
— Pf og sie pa 2,229,513) 1,989,948) 239,565 ....... ‘ .| 12.0) 2,231] 2,002) 229)......] 11.4 
SCL RaTH. Miie| 195 436,500) 376.300 60,200 ........... | 16.0! 577| 497] 16.0 
Belleville Line 121 nes) 6 eaeeT| SBE .......... Sal aee| aoe 34 
Bg nny + ~ ~hagl 148 89,400) 72,641) = 16,759 ..... 23.4| 739 600 23.4 
See ee --| ae 36,547 Bape 4,038) 9.9) 250| 277]. 27| 9.9 
St Paul& Dulath "| 175 360,993;  308,569/ 52,424) ......... 17.0) 547) 479} 68)...... 14.2 
St. P., Minn. & Man ..| 1,060 b70.057| costes] | aya eae I 98.5, $38| 421/419)... ...| 98.5 
Scioto Valley......... "128 53.650] 49390, #3601... *R7| 6 8.7 
South Carolina 243 5.0 Ape A - eae Hy 
Tol, Cin &StLe...| 5 G5.0ge| 180,203, 25.,700)......... 18.6) 
Union Pacific... .... 3,740 3,158,337| 3,169,530) idan EY RT fe Y 4 
Utah Central*.......: *182'935| "137/650 |... 272221: 4:715| 3.4 
Vicks. & Meridian*...| 142 50,907 52'767|........... | 1860! 35 
Va. Midland.......... 352 159,579 5,738| "1 3.841 ‘ 9.5 
Wab., St. L. & Paeific.| 3,425 1,595,680} 1,397:781| 197:899|....... “| 14'2 
Wisconsin Central.... 300 ni fo 115,854 78,782 A 47.0} 297 
Total, 74 roads. .....|54,915/49,713)5,202|....| ....| 38,995,952) 33,453,474| 5.679.811| 137.333 
Total ine. or dec....].... ..|......-[5,202)-0.1] 10.8]... a) oe Sn 3542478)... “16.6, 
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* Not in the table of earnings for the nine months. 
+ Does not include branch or leased lines. 











meeees The cab and wood-work are painted in Japanese 
style. 

. K. Porter & Co., in Pittsburgh, have a number of 
orders in hand for light locomotives, and have six in the 
a ¢ nearly ready for delivery. 

The Stephens Locomotive Co. has filed articles of in- 
corporation in New York ; capital stock, $1,000,000 


Car Notes. 


The Harlan & ee. Co. in Wilmington, Del., 
are building six very han 
Milwaukee & St. Paul road. 

The Chicago, Rock Island & Pacific shops in Chicago are 
building several parlor cars for the road. They are to have 
paper wheels from the Allen Paper Car Wheel Co. 

Brown, Bonnell & Co. in Youn wn, O., are turning 
out car coupling links and pins to fill several large orders. 

The St. Charles Manufacturing Co. in St. Charles, Mo., 
has closed its car works on account of a lack of new orders. 
Bridge Notes. 

it is reported that Clark, Reeves & Co. have taken a con- 
tract to build a new —— bridge over the Niagara 
River for the Canada Southern road. 

The Keystone Bridge Works in Pittsburgh have a number 
of large orders, including the bridge over the Ohio at Point 
Pleasant. 

The Morse Bridge Co. at Youngstown, O., hasa large 
number of contracts, chiefly for highway bridges. 


Iron and Manufacturing Notes. 


The foundry of Mr. C. A. Greenleaf, in Knoxville, Tenn., 
was recentiy vesiroyed by fire, bnt the machine shop was 
saved. Mr. Greenleaf has lately completed turn-tables of 
his pattern for the East Tennessee, Virginia & Georgia and 
the Cauadian Pacific, and has orders from the Baltimore & 
Obio, the Chicago, Rock Island & Pacific, the Cincinnati, 
n, the Atchison, Topeka & Santa Fe, the 
Atlantic & Pacific, the Toledo, Cincinnati & St. Louis, the 
New York, Chicago & St. Louis and the Chicago & Atlan- 
tic. Work will not be delayed ~ the fire. 

The Star Mechiie Works in Clevelan2, 9., are building 
several very heavy stationary engines. 

The Novelty loz works of nheeve & Son, in Cleveland, 
Q., are = railroad frogs and crossings, turn-tables and 





+ Includes all lines east of Pittsburgh and Erie. 
§ Railroad, 528 miles; steamboat and steamship lines, 1,575 miles. 


_ Tbe Katahdin Iron Works Co., owning Katahdin Furnace 
in Maine, has suspended payment and called a meeting of 
its creditors. The embarrassment is caused by the failure 
of its financial agents in Portland. 

A new blast furnace is to be built in Chattanooga, Tenn., 


| the sum of $160,000 having been subscribed to the stock. 


The Rail Market. 
Steel Rails.—The Iron Age says: ‘The market has been 


| in a very excitzd condition, owing to the prominence given 


me dining cars for the Chicago, | to it by most of the daily journals. The outlook is certainly 


| uot of a very encouraging character, but probably not 
| = so hopeless as many of them would make it appear. 
| The chief trouble is in the capacity for overproduction, and 
|in the extraordinary competition for business prices have 
| been seriously broken. Some very large sales have been 
| made: probably 50,000 tons have been taken at $40 at mill, 
|and it is believed that other large transactions are under 
| negotiations. It does not appear, therefore, that there is 
| any special falling off in consumptive requirements, but the 
| fact that each mill is trying to load up with business has 
| caused buyers to stand out for low figures, and, as it now 
| appears, with entire success, Small lots command $42 to 
| $43 at mill, and $40 to $41 for large lots, winter delivery.” 

| Rail Fastenings.—No change is reported, although the de- 

mand is lighter than for some time past. 

Jid Rails.—The market is fair for old iron rails and quo- 
| tations are nominal at $27 to $27.50 per ton for tees in 
| Philadelphia. 
| British Rail Exports. 
| For the month of October and th> ten months then ending, 
| the export of steel and iron rails from Great Britain to the 
| United States and to all countries are reported as follows by 
| the Board of Trade, in tons of 2,240 Ibs : 

} -———October. —~  -——Ten months.—— 
| To United States: 
1880. 1881. = 1880. 1881. 1882, 








| Iron rails...... 3,573 4,981 211 82,328 88,479 21,127 
Steel rails..... 14,092 14,327 23,431 106,958 171,100 162,506 
, OO ee 17,665 19,308 23,642 189,286 259,579 183,633 
To all countries: 

| Iron rails...... 6,705 7,370 2,128 116,568 108,606 42,708 
Steel rails..... 40,444 61,446 82,569 408,280 512,370 635,124 





Ss cecae es 47,149 68,816 84,697 524,848 620,976 677,822 
Though the exports of iron to this country were but trifl- 


| 


ing in October, the steel exports were 6314 per cent. larger 
than last year or the year before, and the total exports to 
this country were 22 per cent. more than last year—contrary 
to the recent course of these exports, as the September ex- 
ports were the smallest since October, 1879. For the ten 
months the total rail export to the United States have been 
sufficent for 3,280 miles of track, against 4,635 last year 
and 3,380 in 1880. 

The rail exports to other countries in October were about 
124 per cent. smaller than last year and more than twice as 
great asin 1880. For the ten months these exports to other 
countries were 37 per cent. more than last year and 47 per 
cent. more than in 1880. 


The Fossil Engineer. 

Those mechanicals who go forth to ‘‘indicate” engines 
sometimes encounter fine specimens of the ‘‘fossil engineer;” 
but seldom is an example of this type of petrefaction found 
to compare with the recent discovery of an old codger, 
grown gray in the business, who, when interrogated as to 
the area of the piston, put on a look of owl-like wisdom, 
and replied, ‘‘ Oh, this here piston hain’t got no area,”— 
The Tech. 

Reversed Blue Prints. 

Messrs. Chas. F. Ketcham & Co., of No. 27 Nassau street, 
New York, have sent us specimens of what they call the 
‘* positive ferro-prussiate reversed blue process” prints for 
drawings. The copies are made in blue lines on white 
ground. For several years drawings have been copied by a 
similar process in Europe, and specimens have reached us 
from there, but thus far it has not to our knowledge Leen 
employed here. Messrs. Ketcham are prepared to furnish 
the paper with full instruction for working the process. 
They claim for it that it gives dark blue lines on a white 
background, that it is more sensitive and prints quicker, 
that its lines are clear and positive, it does not change color 
with age, and that copies of drawing made by it can readily 
be altered or corrected and colored if deslred. The speci- 
men submitted is certainly an improvement on the prints 
with white lines on a blue ground. 


Locomotive Tests. 

The Shaw double-cylinder locomotive is now runping on 
trial on the Philadelphia & Reading road. Ona recent trip 
between Philadelphia and Bound Brook it is claimed that 
the engine drew three cars 50 miles in 56 minutes, running 
very easily and steadily. 

Early American Bridges. 

At the last meeting of the Engineers’ Club of Philadel- 
phia, Prof. L. M. Haupt presented a profusely illustrated 
description which he has been compiling for some time, of 
the progress of early American wooden bridge building. 
Reference was made to the well-known structures of Schaff- 
hausen, 1758, and Wettingen, both destroyed by the French 
in 1799, and to the remarkable bridges by Wernwag, be- 
tween 1804 and 1812, A summary of the typical forms as 
represented in the Burr, Town, Haupt, the Longs, Howe and 
Pratt trusses, was then given with iilustrations and refer- 
ence to the works of Mr. Chevallier, Lavoinne, Pontzen and 
others. 

Attention was called with regret to the fact that the best 
illustration and data with reference to the engineering works 
of America were generally only obtainable from foreign 
sources, 

The paper gave rise to a general discussion, in which 
Messrs. Cleemann and Graff cited instances of early suspen- 
sion bridges (Mr. Graff presenting the club with a _photo- 
graph of a painting, showing the old suspension bridge at 
the Falls of Schuylkill, Philadelphia), and reference was 
made to the early floating draw constructed by the late 
Henry R. Campbell, at Rouse’s Point; also to a wooden 
truss said to have been built about 1809, over the Terre- 
bonne River, near Montreal, Canada, of six hundred feet 
span, but of which no very authentic data could be ob- 
tained. 

A communication from Mr. M. Coryell, was received 
through Mr, Wm. A. Ingham, describing the early structure 
built by Wernwag, at New Hope, over the Delaware, with 
illustrations of several of the Wernwag bridges. The de- 
scription was in the handwriting of Mr. Ingham’s father, 
then President of the bridge company. 

The First Locomotive Built in the South. 

Referring to the several items which we have published 
under this head, the Cincinnati Commercial, from which 
paper the original paragraph was taken, says: ‘‘ The com- 
ments upon the paragraph which aunounced ‘the first loco- 
motive built in the South,’ having been finished by the Ala- 
bama Great Southern, are made under a misapprebension. 
The claim was for the first locomotive ever finished in every 
part from the raw material—no part. however trifling, from 
a nut to the boiler, having been gotten in the North. Quan- 
tities of engines have been put together and finished in the 
South, but important parts have generally come from 
Northern shops.” 

An English Bridge Accident, 

Broken bridges are not peculiar to the United States. A 
dispatch from London, England, Nov. 29, says: ‘‘ A train 
on the North of Scotland Railway, which left MacDuff at 4 
o'clock this afternoon, fell through the bridge at Tyrie, 
Aberdeenshire. Fourteen persons were killed and many 
injured. The engine had passed in safety, but all the car- 
riages were wrecked. An official report states that only 
five passengers were killed.” 


A Little Game. 

‘“‘T have an idea,” exclaims Alice Harrison, the actress, to 
her brother Louis, the actor, in the play of * Photos,” 
‘* Keep it,” replies Louis, ‘it is going to be a hard winter.” 

This is the doctrine also of some of the gentry who lived 
by their wits, and their ideas sometimes are so ingenious 
that they almost excite admiration, while the execution of 
the ideas is so neat and is carried out with so much grace, 
nerve and sang froid, that the people who have the wrong 
end of the idea are so lost in amazement that they only re- 
cover from it when it is too late. 

The latest and the neatest ‘‘idea” of this kind has for its 
objective point a well-known railroad man in this city. A 
few days ago, as the railroader sat in his office, a handsomely- 
dressed and gentlemanly looking business man entered and 
introduced himself as one of the traveling salesmen of a 
leading commercial house on Broadway. New York. He 
was in a bad humor and at first damned the city and its peo- 
ple, and then apologized for his language and explained the 
cause of his warmth. He had checked his trunk filled with 
clothing and other articles to Philadelpbia and had then 
gone to a restaurant for breakfast. He hung up his over- 
coat, in the pocket of which was his pocketbook containing 
his railroad ticket and money, and while he was at the table 
somebody stole the coat. Such being the case he asked the 
railroad man to take his trunk check for security and give 
him an order fora ticket to Philadelphia. The salesman 
said he would redeem the trunk as soon as he got home and 
the railroad man would receive the money from the railroad 
company’s agent at Philadelphia. The story was so plausible 
and so well toldthat the order for the ticket was promptly 





forthcoming and the check taken as collateral. The check was 
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sent to the Philadelphia agent and in a few days he was asked 
why he did not remit the money for the ticket. The agent 
replied that the trunk had not been redeemed. A day or 
two after this the railroad man was in Philadelphia and he 
sent for the agent and they looked forthe trunk. They 
fouud it all right, the check bore the number,of the duplicate, 
and the railroader felt that he had not been swindled after 
all, and he eee to open the trunk. It was filled with 
bricks and old paper.—Pittsburgh Telegraph. 

At the Depot. 


At 9 o’clock yesterday morning an old woman sat in the 
Michigan Central station wiping the tears from her eyes. It 
was nobody’s business in particular to inquire whether she 
had fallen heir to a milliondollars or was traveling through 
life with a broken heart ; but onecertain man stepped for- 
ward after a time and made some inquiries. Then he passed 
around among the crowd and said: ‘* Gentlemen, here is a 
poor old woman who wants to get to Columbus to her 
friends. Let’s take upa collection.” In the course of four 
or five minutes a purse of of $3-was made up, but when he 
had counted it the man said: ‘‘Gentlemen, let’s chip in 
enough more to buy her a new dress. I’m a poor man ; but 
here’s a quarter for the old lady.” The purse was now in- 
creased to nearly $7, and the woman had just pocketed the 
money ; when a man stepped forward and said to the 
collector of the purse: ‘‘ Why, Banks, is this you?” ‘“ Of 
course it is.” ‘‘ And that woman is your own wife ?” ‘ Well, 
Mr. Knickerbocker,” replied the man as he buttoned his 
coat ; ‘it’s a mighty mean man who won't chip in a quarter 
to buy his own wife a dress and help her off on a visit.”— 
Detroit Free Press. 

Phosphor-Bronze Slide Valves. 


The Phosphor-Bronze Co. exhibited some phosphor-bronze 
slide valves at the Northeast Coast Exhibition. Amongst 
them was a pair of slide valves, No. 845 express engine of 
the Northeastern Railway Co., after 644 years’ working, 
during which the engine has run 261,189. miles between 
Newcastle and Edinburgh. They have now been taken out 
to replace the cylinders with a pair of a different type. Mr. 
Fletcher, Assistant Locomotive Superintendent, gives the 
following upon these slides and another pair still at work in 
No. 844 express engine: ** Mileage of No. 845 engine with 
phosphor-bronze slides, from March 30, 1876, to present 
time, Oct. 4, 1882, 261,182 miles. Mileage of No. 844 en- 
gine with phosphor-bronze slide, from April 20, 1876, to 
present time, 236,229 miles.” The original thickness of 
these slides was 1 in., and they are worn down to % in. 
thick. Gun-metal slides rarely exceed eight months’ work 
when they are worn out. The cyliuder faces are, we are in- 
formed, in beautiful condition, the wearing being as it should 
be on the valves. The engines Nos, 844 and 845 fare of the 
following dimensions: Cylinders, 17 in. diameter by 24 in. 
stroke. Four coupled wheels, 7 ft. diameter; working pres- 
sure, 140 lbs. per square inch. Weight of engine in working 
tr.m, 39 tons 16 cwt. Weight of tender, 26 tons 4 cwt.— 
The Engineer. 

casiaigieahicned 


ANNUAL REPORTS. 
Central Railroad & Banking Co., of Georgia. 














The following statements are from an advance copy of 
President Alexander’s report for the year ending Aug. 31, 















1882, the 47th fiscal year of the corporation. The lines 
worked during the year were as follows: 

Central Railroad: Miles. 
Ss eg ee Ra :tnccdcsnsccneres, 3 eons, o a’ Saeenn 192.0 
On ak an hi) 5.0 6. 0cesoden sans occacmanes oebecee Pres 39.0 
Augusta Branch, Millen to Augusta...................eeeeeee - 53.0 

Total Savannah Division.............ccscce0 ++ eeeee 284.0 
Atlanta Division, Macon to Atlanta... .......... 22. wccseeee 102.5 
ER eM 5 40:55.5 40 & on wagnesasnadederannae conan 386.5 

Southwestern Kailroad: 

Macon, Ga., to Bufauia, Ala... ........-cccccceccccccces 143.0 
Muscogee Branch, Fort Valley, Ga., to Columbus....... 71.0 
Fort Gaines Branch, Cuthbert to Fort Gaines ...... 20.0 
Albany Branch, Smithville to Albany............. «.. 23.5 
Blakely Extension, Albany to Blakely................... 50.0 
Perry branch, i os gS Re 12.5 
Ria oaase o5200cccccnackas asnaksaauens 20.0 

340.0 

NE SI ci cenentendntcnss, cusbhachuienbeanmemaae 726.5 


The road owned is the line from Savannah to Macon and 
the Atlanta Division, 294.5 miles. The Eatonton Branch, 
Augusta Branch (Augusta & Savannah road) and the South- 
western road are leased. The company owns the chief in- 
terest in the Southwestern road, and its bonds are issued 
under a joint mortgage covering that road as well as its 
own. 

The company also owns the Ocean Steamship Company, 
whose lines run between Savannah and New York; one-half 
interest in the Western Railroad of Alabama; controlling 
interest in the Mobile & Girard and other connecting lines. 
The Montgomery & Eufaula road is owned by the estate of 
the late President of this company as purchaser at fore- 
closure sale, and is worked in the interest of this company. 
The company works under contract the Upson County road, 
16.5 miles, and one or two other short branches. 

The company holds one-half interest in the lease of the 
Georgia Railroad, the other half being owned by the Louis- 
ville & Nashville Company. 

The lines were increased last year by the extension of the 
Blakely line of the Southwestern road from the old terminus 
at Arlington to Blakely, 14.5 miles. 

The President’s report is largely occupied with a state- 
ment of the relation of the company to the several other 
corporations in which it holds a controlling interest. This 
statement is of much interest, but too long for reproduction 
at present. 

he following table will give a condensed view of the in- 
terest of the Central in the connecting system: 


-——™Miles.——, -—-Indebtedness.———. 





: Borne by 
Central Central 

Connecting roads. Total. interest. Total. interest. 
Western of Alabama.... 138 69 $1.543,000 771,500 
Georgia R. KR. lease...... 443 221.5 10,831,500 5,415,750 
POSE ROTM: 0. «se vicss AES 67 300,000 0, 
Savannah, Griffin & N. 

MS can amesesss “Snowe 63 SS OO a 
Upson County......... 16 ee Ca er eee 
Mobile & Girard........ 85 27 1,093,000 360,000 

Re ee 857 458 $13,767,500 $6,727,250 


The controlled connecting system may therefore be taken 
as 458 miles, with liens prior to the Central interest aver- 
aging 314,677 per mile. 

The floating debt of all the roads composing the Central 
system proper at the commencement of the present fiscal 
year (Sept. 1, 1882) was as follows: 


Cae Te TR: B RIN O6 na. caves scccncbas aaccoeneeee $825,000 
COEUR OBS vince ons i vcsccstevibite cceu caution 100, 
ID ods sccnacenemh ictal tencmmen aistebintesseachcst mee $925,000 


This is a reduction of $1,451,348 during the {last fiscal 
year.. The report says: ‘‘ This reduction was made by the 
disposal of securities held among the assets of the company, 
available for the purpose without interfering with our in- 





RAILROAD EARNINGS TEN MONTHS ENDING OCTOBER 31. 






















































































































MILEAGE. | EARNINGS. EARNINGS PER MILE. 
Name or Roan. 
1882. | 1881.| Inc. |Dec|P. e. 1882, 1881. Increase.| Dec | P. c. |1882-|1881, Ine, Dee. lp. ec, 
Cai. fas ae i aid ii $ $s | $ eee He Fs pean 
Ala. Gt. Southern ... . 290)...... ee eer | 663,844 624,218, 39,626 6.3 ...| 63 
Atchison, Top. & S. F..| 1,813) 1,639] 174)... | 10.6) 11,814,821) 9,822,371! 1,992,450]... 20.3 8.7 
Buffalo, Pitts. & West... 214) 205 9|....| 4.4) 741,080 559,365) 181,715}. 32.4 2. 27.2 
Bur., Cedar Rap. & No.| 628] 564 -}1L.8) 2,276,188) 1,824,044) 452,144). 24.8 3,23 12.1 
Central Iowa 194} 50!....!26.3) 956,596 _—'767,789/ 188,807). 24.5)3,920'3,957)|....| 37) 0.9 
Central Pacific | 11.4| 21,466,176} 19,570,949! 1,895,227 9.7/7,211/7,358)....| 147) 2.0 
chia alton ‘in Geanaon Gamer 4ue8%8 eet aoeeaiel ge | 
A “an .7| 6,686,290) 6,238.54 .74 7.2/7, : Roa Y 
Chi. & Eastern IIl.. 5.3) 1,475,232) 1,349,865) 125,367 9.3/6,331|6,108) 223 3.7 
Chi. & Gd. Trunk* ..| 1,754,122) 1,242,781] _ 511,341 41.2/5.236 3.710) 1526)... 41.2 
Chi., Mil. & St. Paul... 32.1) 16,351,000) 13,601,590! 2,749,410 20.2/3,829 3,568) 261)... . 7.2 
Chi. & Northwestern... 17.1) 19,864,107) 17,974,694! 1,889,413 11.1/6,003 6,356)....|°353) 5.5 
Chi., St. P., Minn. & O.. 9.7; 4,080,067) 3,196,425) 883,642 27.6|3,904 3,354) 550) |||, 16.2 
Chic. & West Mich..... | 0.8) 1,238,648) 1,088,534) 150,114 13.8|3,348 2,966) 382)... . 12.9 
Cin., Ind., St. L. & Chi. 12.4 2/197:797| 1,988,549! 209/248 10.5/5,924 6,0 6)....|° 102) 1.7 
Cio., N. O. & Tex. Pac j 2,085,257, 1,895,513) 189,744 10.0/6,206 5,641) 565). ...| 10.0 
o., Akron & oa. —- 421,328 ‘ 207,738) 74,603 21.5 2,033 Fae 518), z1 5 
‘ol., Hock’g Vy. & To! 2,366,680} 1,948.05; 418,475 21.4/7,: 088} 1508)... / 
cor f= ae. 2 | a 4,906,567 | 569,585 11.3 mane nyt sien = cos 
es M. t. Dodge... | 286,75 330,982)........... 13.4|3,151'3,940) . . s 
| ad oes. & ve Pieaaoss 1,397,889 1,183,006) 194.24 17.0 5,875 nae 4 sige 17.0 
Flin ere Marq...... | 1,745,569 539,878) 205,691 13.3)5, 842) 218). .... 5 
Grand Trunk+.......... | 13'890;806| 13.510,749| 380,057 2.8|5,982 6,105) ..|°123) 2.0 
Gulf. Col. & 8. F...... | 1,142,869 768,693, 374,176 48.6/3,158 3,230) ../ 72) 2.2 
Hannibal & St. Jo. ... 1,814,125] 1,867,288|........... 2.8/6,213 6,395|....| 182) 2.8 
Houston, E. & W. Tex. 215,385 125,399 9,986 71.8}2,071'1,458] 613)... 42.0 
Ul. Cent., lll. lines...... 5,792,356, 5,578,330} 214,026 3.8|6.310 6,077) 233)... 3.8 
Towa lines............| 402) 402].. .. j....|... | 1,589,730! 1,507,375 82,255 5.5|3,955 3,749) 206)... . 5.5 
Ind., Bloom. & West... | 2,179,465| 2,094,496 84,969 4.5|3,583 3,774) ...! 191! 5.1 
Kan. City, Ft. St. & G. | 40211 1.251.123} 151063 12°3/4,100 4,049] 51)... 1.2 
Lake Erie & Western..| 386! 386/......| .../..... | 1,219,255] 1,160,085 59,170 5.1|3,159 3,005) 154)... 5.1 
Long Island... ....... -| 3.6) 1,972,377) 1,696,51 275,866 16.2|5,888 5,236) 652). |... 12.5 
Louisville & Nashv.. . --/10.1) 10,552,731} 9,125,360) 1,427,371 15.7|5,211 4,959) 252)... 5.1 
Mar., Hought. & Ont.. | 1.1) 1,093,833 818,468 275,365 33.7/12,290 9,301|2989| |. 32.1 
Mil. Lake Sh. & West. 13.6 731,049) 500,843) 230,206 46.0|2,565 1,995) 570) |... 28.6 
Oo. Facific ines : | | 
Central Branch... ..| 382) 300 go|..../27.2| 47,053 801,205] .......... 6.7/1,955'2,671)..-.| 716] 26.5 
Int. & Gt. Ho. heats |: .| 24.4) 2,570,341 2,178,042 391,399 17.9|3,316)3,497|----| 181 33 
ae 138 Gsovzee| Ss20270| 900/987 ise pecitses| 338i... | 03 
St. L., Iron Mt. & So | $.8| 5,956,357| 5,940,893 15,464 0.3|7,995|8,673|. -.| 678] 7.8 
exas & Pacific... .. 28.7) 3,882,471) 3,206,833) 675,638 21.1/3°748|3,979].--.| 231) 5.8 
Mobile & Ohio......... | 4.3) 1,581,025} 1,881,422]........... 15.9'2:994/3,118|....| 724) 19.6 
Nash., Chatta. & St. Lt} .- «| 1,565,359] 1,750,072] .......... 10.5|4,498|5,029| ...| 531) 10.5 
N. Y. & New England. 20.7; 2,850,9: 2,329,115) 521,815 22.0\7,199|7,101| 98)..... 14 
Norfolk & Western.... .|..2--| 1,943,747| 1,832,595) 111,152 6.1)4,541|4,282| 259 6.1 
Northern Central. ....| $26) 326!......).... sen 4,971,502) 4,479,916 491, 10.9'15,250)13,742/1508) ..... 10.9 
eu... 40.0) OeBordor| 540.045] 3191396 Fe eros leiszel900).””'| 681 
io Central....... me | ‘ 540, 319,35 1/3, 2,32: ; 4 
Pennsylvania§......... 33 40,548,834) 36,552,212) 3,996,622 10.9 20,858 10,238 1620] evel 8.5 
Peoria, Dec. & Evans.. 9.9 651,819 569,44 82,373 14.5)|2,566|2,465)101)..... 4.1 
Phila. & Reading..... | 0.1] 15,783,452) 14,963,749) 819,713 5.5) 15,863) 15,054) 809) 5.4 
ag ky wee osenee seen] voves 2,972,550) 2,828,1 144,35 i ta 3,736) 191)..... 5.1 
Main Line..... . ae a ae ieee 1,127,466| 1,222,362)... ........ 7.8\5,782/6,269|....| 487| 7.8 
‘ Belleville Line. ..... | ce | aes Res inet 715.610 617.543 98 ,067 15.8|5,014 5,104 vB 15.8 
t. LL. a Se 146) 146|......|....]... .| 9, 350,080]........... 11.6/2,118|2,398) .... . 
St. L. &SanFrancisco.| 660} 617) 43....| 7.1 2,911,897| 2,588,010) 323,887 12.4|4,412/4,195|....| 217) 5.0 
St. P. & Duluth........ | 29GB) BIB) ncecalcssslonces $87,1: 578, 8,334 53.2|5,069/3,307)1762) ..... 53 2 
St.P.,Minn.& Manitoba} 970! 783) 187 23.8} 7,097,921) 3,842,167) 3,255,754 84.7/7,317|4,907|2410 48.3 
Scioto Valley. ........ | 128} 115} 13....]11.3 446, 339,35: 636 24.4|3,492|3,125| 367|..... 11.8 
South Carolina. .......; 243) 243]......'.... sees) 1,013,055 984,917 28,138 2.9\4,169|4,053) 116 2.9 
Tol., Cin. & St. L...... | 451) 360! 91 252 777, 561,895| 216,002 28.6)|1,.725)1,561| 164) 10.5 
Union Pacific.......... | 3,728) 3,422| 306 9.0, 24,269,556] 22,142,546] 2,127,010 9.6|6,510 6,47 Se 0.5 
Va. Midland...... ... "ie BRE Me 1,177,588] 1,094,623 82,965 7.6|3,345|3,110| 235). ...| 7.6 
Wab., St. L. & Pae..... 3,365! 2,640) 725 27.5) 13,880, 11,789,664) 2,091,026 17.7\4,125|4,466|....| 341| 7.6 
Wisconsin Central..... 481} 481]......!....].....| 1,301,684 977,450| 324,234 33.2|2,706 2,032) 674|..... 33.2 
Total, 65 roads ....|51,905|46,338) 5,567 -.. ..|311,838,379|274,449,276|38,151,517| 772,414)...... 16,008/5,923| 85|.....|....-. 
Total inc. or dec..|..7.... | ite 5,567 V2). oo eeee eoee|ennees ~oce EAM vosc0c300 6) ip |p-eee. 85)..... 1.4 
‘ 
SUPPLEMENTARY TABLE. 
tf TM NNT | | ve ; ™ 
Metropolitan Elevated.| SO BO os soaks ane q 2,269,527| 2,066,027 201.300] Scaeeged 9.7|126,085 114,790/11,295|....! 9.7 
N. Y. Elevated......... | | Se eS 2,738.403| 2,405,126) 333,277!........ 13.9)195,600|171,795|23,805)....|13.9 
Ouegen 1 Ry. & Nev. Coli 2,008) 1,876; 132!....) 7.0) 4,213,800) 3,566,611, 647,189|........ | 18.0} 2,099) 1,901/ 198)....|10.4 
ila. ead. Coa! \ ' } 
>) “eehgaente | mae pees Year sor ae 12,371,464|11,233,363)1,138,101).... se] SOE susivers Leonesneaenscetne a oe 
' 
* Not in table of earnings for October. ¢ Does not include branch or leased lines. 
+ Not in October table; includes former Great Western road for § Includes all lines east of Pittsburgh and Erie 
| Railroad, 433 miles; river and ocean lines, 1,575 miles. 


the entire ten months in both years. 














terests in our connecting system. There remain, amon; 

our present assets, other securities held temporarily, and not 

estimated in the exhibits of property, which are more than 

= to extinguish the remainder of the floating 
ebt. 

These securities consist of $229,100 Central Railroad cer- 
tificates of indebtedness; $177,800 Atlanta & West Point 
dividend certificates; $39,500 Eatonton Railroad stock; 
$91,000 Central Railroad bonds of 1872; $29,000 Louisville 
& Wadley bonds; $25,000 Talbotton Railroad bonds, and 
$600,000 amply secured bills receivable, making a totai of 
$1,191,400 available assets. 


The earnings for the year were as follows: 

















Earnings: 1881-82. 1880-81. Ine P.c. 
Sav. Div... .. $1,747,417 964,436 D. $217,019 11.1 
Atlanta Div.... 730,470 741,924 D. 11,454 1.6 
8. W. BR. B..... 934,756 945,529 D. 10,773 1.1 

— earn... $3,412,643 $3,651,889 D. $239,246 6.6 

xpenses: 
Sav. Div....... 1,158,514 1,168,272 D. 9,758 0.8 
Atlanta Div... 538,891 475,158 I. 17 13.4 
S. W. R.R..... 694,386 643,189 I. 51,197 8.0 
eye DR cisinos 2,391,791 $2,286,619 I. $105,172 4.6 
et $ 
Savy. Div...... 588,903 796,164 D. 207,261 26.1 
Atlanta Div 191,579 266,766 D. 75,187 28.2 
S. W. 240,370 302,340 D. 0! 23.0 

To. net earn.. $1,020,852 $1,365,279 D. $344,418 2.5 
Cent.R.R.Bank. 48,926 41,506 I. 7,420 18.0 
Bank expenses. 22,504 19,041 I. 3,463 18.2 

Bank net.... $26,422 $22,465 OD. $3,957 2 

Total net. ... $1,047,274 $1,387,735 D. $340,461 24.5 


The report says : ‘‘It should be borne in mind in the ex- 
amination of these tables that no construction accounts are 
kept upon any of the roads named, but the whole cost of the 
yearly improvements in their condition and outfit, by the 
substitution of steel for iron rails, and additions to motive 
power, rolling stock and depot and terminal facilities, as 
well as all taxes, are included in operating expenses; so that 
what is reported as net is really net, and subject only to 
interest and rentals, or what are generally called fixed 
charges.” 

The earnings per mile and the proportion of expenses to 
earnings were as follows: 

Savannah Div. Atlanta Div. -—S.W.R.R.— 
1881-82 1880-81 1881-82 1880-81 1881-82 1880-81 
Gross earn. pr. m.$6,153 $6,917 $7,127 $7,238 $2,753 $3,095 
Net “ “| 2,074 2,803 ,869 2,603 708 990 
Per cent. of exps.. 66.30 59.47 73.77 64.05 74.28 68.03 
For the whole system the gross earnings were $4,701 and 


| the net earnings $1,406 per mile, the expenses being 70.09 
| A A 
per cent. of gross earnings. While there was on all the lines 
| a decrease both in gross and net cuontien. it was largest on 
|the Savannah Division. The Atlanta Division showed the 
greatest increase in expenses. 
The income account was as follows: 








Net earnings of roadsand bank... «.----- +05 sees 
es - Upson County R. R.... ...-..2.. cee eeeeee 
oes - WROREIINID 065 cc00 vecccevescccccscecenscs 
| Net receipts from Western R. R...........-.ceeeeee eee 
= me Montgomery & Eufaula 
= Ks. MRVORCMBOMES 2. on. ccce 000 cove coe oe 
Rents, interest and miscellaneous..............++++++++ 
ET Een vn SEE Ee 
Interest, Central RB, B...........-cccccccescoee $323,529 
” Weatern BR. B........:0.scsc00 ooe . 60,120 
Tex er & Eufaula............ 90,000 
Ls certificates of indebtedness......... 376,000 
CDE. 25.0 cs tbacbnniciverss sheacceeenteoeenarice 439,719 
Loss on Georgia lease........ ...----+e+008 «+ 83,4 
—_—_ 1,372,812 
Surplus for the year............-..sseseeeeeeeeee $316,106 
Dividends pens. .....% ~ Sasahanen cess cane edeed nim waneten 599,896 
Excess of payments............0--+0++eeeeeeeeeee $283,790 
The report says: ‘The foregoing tables exhibit a general 
falling off in gross receipts during the year 1882, as com- 





| pared with 1881. The falling off averages about 6 per cent. 
on our principal roads, and it is doubtless due to the excep- 
| tionally bad crop of the last cotton year. But as compa 

| with 1880, all the roads show gross receipts about 10 per 
| cent. in excess, which indicates a steady growth of our busi- 
The Steamship Company, however, shows 4 continued 


| 
| 
| 


| ness. 
| gain, in spite of last year’s bad crop, its earnings increasing 
-oane Fo Pith our facilities for doing the business. The 
|expenses, however, of our principal roads have increased 
steadily through the last three years. On the Central and 
Southwestern Railroads in 1 the expenses were 51.8 per 
cent. of the gross receipts. In 1881 they were 62.6 per 
cent., and in 1882 they have reached 70.1 per cent.” . 
Of the Georgia Railroad lease the report says: ‘‘ This 
| lease went into operation April 1, 1881. It was determined 
| by the management for the lessees, very soon afterward, to 
| immediately put the road in the best possible condition for 
| economical operation, ess of the financial results 
| until that was done. As all the improvements were charged 
| to operating expenses, and as the gross receipts were dimin- 
ished by the short crops, the net income for the first year of 
\the lease was but $449,521. It was also determined to 
|extend the Athens Branch across the Gconee River, to a 
favorable location in the city of Athens, in order to compete 
on better terms for the Athens business, and of the above net 
results $16,409 were applied to that extension. 
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EDITORIAL ANNOUNCEMENTS. 


Passes.—All persons connected with this paper are forbid- 
den to ask for passes under any circumstances, and we 
will be thankful to have any act of the kind reported to 
this office. 








Addresses.— Business letters should be addressed and drafts 
made payable to Tok RAILROAD GazETTE. Communica- 
tions fo the attention of the Editors should be addressed 
EpitorR RAILROAD GAZETTE. 


Contributions.—Subscribers and others will materially 
assist us in making our news accurate and complete if they 
will send us early information of events which take place 
under their observation, such as changes in railroad offi- 
cers, organizations and changes of companies, the letting, 
progress and completion of contracts for new works or 
tmporiant improvements of old ones, experiments in the 
construction of roads and machinery and in their man- 
agement, particulars as to the business of railroads, and 
suggestions as to its improvement. Discussions of subject 
pertaining to ALL DEPARTMENTS of railroad business by 
men practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early copies 
of notices of meetings, elections, appointments, and es- 
necially annual reports, some notice of all of which will 
be published 


Advertisements.—-We wish it distinctly understood. that 
we will entertain no proposition to publish anything in 
this journal for pay, EXCEPT IN THE ADVERTISING COL- 
umMns We give in our editorial columns OUR OWN opin- 
ions, and those only, and in our news columns present only 
such matter as we consider interesting and important fo 
our readers. Those who wish to recommend their inven- 
tions, machinery, —— financial schemes, etc., to our 
readers can do so fully in our advertising columns, but it 
is useless to ask usto recommend them editorially, either 
for money or in consideration of advertising patronag. 











THE ST. PAUL RAILROAD WAR AND 


FECT ON STOCKS. 

There has been a very general misconception of the 
extent of the traffic affected by the contest over St. 
Paul traffic. There had been no agreement regarding 
east-bound passengers from St. Paul and Minneapolis 
(and when we say St. Paul we mean Minneapolis too, 
the two forming one traffic centre), which would 
prevent reduction in rates, and rates on these were ir- 
regular for some time previous to last week. There 
was a pool between the Milwaukee & St. Paul and the 
St. Paul & Omaha regarding freight traffic east, which 
could be dissolved on 30 days’ notice by either party, 
and the St. Paul & Omaha gave the requisite notice, 
which left the roads free to act independently Nov. 19, 
and then east-bound rates were reduced on freight 
from St. Paul and Minneapolis. 

On west-bound traffic the pool was made by the 
Chicago & Northwestern and the Milwaukee & St. 
Paul, and the St. Paul & Omaha cannot make the 
rates in that direction to St. Paul, and the Northwest- 
ern has been unwilling to reduce them. But west of 
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| western points between the two: but those who accept 
these statements as affirmations that all the traffic 
between Lake Michigan and the places west of the 
Mississippi as far south as Omaha is carried at the 
| war rates are wofully mistaken. Probably not one- 
| tenth, possibly not one-twentieth, of the total traffic 
| between Chicago and Omaha is affected, and not a 
very large fraction of the other traffic south of St. 
Paul and Minneapolis. The waste is serious enough, 
but it is enormously exaggerated by speculators. The 
fall in the prices of the stocks of roads west of Chicago 
and east of the Missouri alone, from Saturday, Nov. 
18 (when prices had already fallen considerably because 
a contest was feared), to Saturday, Nov. 25, was 18 
millions of dollars; and the aggregate net earnings of 
| all roads involved to any extent worth considering in 
the war—the Rock Island, the Chicago & Northwestern, 
| the Milwaukee & St. Paul, the St. Paul & Omaha, the 
| Burlington, Cedar Rapids & Northern and the Min- 
neapolis & St. Louis—were less than $27,000,000 last 
| year, when they were larger than ever before. The 
|aggregate dividends of these roads at the rates re- 
cently paid by them will amount to less than $9,000,- 
| 000 on their present capital stock. The fall in prices 
| of the stocks of these companies alone is very near this 
amount, as if it were supposed that the war was likely 
to destroy the entire surplus available for dividends. 
The fall in prices given above, however, does not 
represent the whole amount. Not to speak of calcu- 
lating it only from Nov. 18, when the expectation of 
the railroad war had already had considerable effect, 
the reduction we have given is only to the closing 
prices of last Saturday, which were the highest of the 
day. At the lowest prices of Saturday, the value of 
the stocks was $10,000,000 less, or $28,000,000 less than 
by the prices one week before. If any explanation 
were needed why railroad shares are not a favorite in- 
vestment for small capitalists (and for many large 
capitalists, including nearly all Europeans) we have it 
here. The average reduction in price in this one week, 
in which nothing had happened to affect the values of 
the properties except a dispute among managers, was 
fully 8 per cent. A man who depends upon the in- 
terest of his capital for his income dares not invest it 
largely in such property. 








Of course, however, the fall in prices has not been 
due to a close calculation of the loss which the war 
would cause, but to an estimate of the effect it would 
have upon shareholders. Men who believed their 
stocks not to have suffered in value 1 per cent. sold 
because they knew that in the wild excitement among 
speculators who know next to nothing of the value of 
the properties they deal in and of the effect of changes 
of rates on different parts of their traffic, prices would 
go much lower. How absurd the movement becomes 
may be judged by the fact that on the report that 
rates were cut from Omaha to Chicago over the Illi- 
nois Central, there was a fall in the price of that 
| stock equal to a whole year’s dividend, though this 





> | St. Paul rates are cut, and that rates are cut to North-| 


the Mississippi the St. Paul & Omaha has been able to | road has never had any Omaha traffic previous to No- 
make ratesin both directions, and has reduced them | vember, and would not lose $20,000 by a railroad war 
on all freight and passengers to and from St. Paul and j at Omaha lasting a year. So Missouri Pacific, which 
points where it competes with the Milwaukee & St. | by an extension of the war on all Omaha traffic even 
Paul--as at Mankato, Sheldon, Sioux City and several | would suffer comparatively but a trifle, sold last Sat- 
other small places; and as the Rock Island working | urday (when highest) at a price that made the stock 
over the Burlington, Cedar Rapids & Northern and | worth $2,850,000 less than the week before. And 
the Minneapolis & St. Louis made similar reductions, | Chicago, Burlington & Quincy, at the lowest price of 
at the crossings of the Milwaukee & St. Paul, these Saturday, was worth $6,000,000 less than the week be- 
extended to Cedar Rapids, Albert Lea, and several | fore, while, if the war is not extended, and should last 
other points in Northern Iowa and Southern Minne- | for a year, it would probably not lose $100,000 by it. 

sota. All this could be done without violating the| But we need not go to these Western roads to show 
agreement to maintain rates from Chicago to St.| how unreasonable have been the effects on the stock 
Paul and betvzeen Chicago and Omaha, as could the! market of a railroad war over the St. Paul traffic. 
reduction in the passenger rate from Chicago to Rock |'Trunk-line stocks have suffered almost as much as 








Island, the most important local point on the Rock 
Island road (as Davenport and Moline are both close 
at hand.) Indirectly the rates to these points affect | 
the traffic to Omaha and St. Paul. Sioux City is a| 
wholesaling point, and if its merchants have a great | 
advantage in freight rates they will be able to supply | 
some places and merchants who otherwise would get 
stocks at St. Paul or Omaha or directly at Chicago. | 
The recently formed line between Chicago and | 
Omaha by the Illinois Central and the St. Paul & | 
Omaha has enabled the latter company to cut the | 
rate from Omaha to Chicago, and so make the Illinois | 
Central, which works the eastern four-fifths of the | 
line (530 out of 657 miles), help fight its battles. The 
fllinois Central, having no interest in the war, does 
not make a similar reduction on west-bound freight ; 
but it must be remembered that all traffic is taken at 
less than the regular rates by this long route, which 
indeed, has not much value to either of the lines form- | 
ing it except as artillery to be used against the énemy | 





—often, as things go, a very useful purpose. | 


It is therefore true that Omaha rates are cut and 


Northwestern stocks, when if the railroad war west 
of Chicago has any effect on them it will be to benefit 
them. They will get as high rates as ever, and for a 
time will have more to carry. The Minnesotian who 
wanted to make a visit to the East, but thought he 
could not afford to when he had to pay $32.50 for a 
ticket from St. Paul to New York, may not hesitate 
now that he can get one for $20.50. The farmers may 
hurry forward their wheat in time for the railroads to 
get 18 cents a bushel for carrying it from Chicago to 
New York, instead of waiting till the end of winter, 
when it would probably go forward by lake, or if by 
rail, ata lower rate. The trunk lines profit by a rail- 
road war in the Northwest just as the Northwestern 
roads profited last year by the war of the trunk lines, 
But the stock market says that Lake Shore was worth 
$2,000,000 less last Saturday than one week before, and 


| similarly deducted something more than that amount 


from its valuation of New York Central. 

Of course the St. Paul railroad war was rather the 
occasion than the cause of the break in prices. It 
frightened people, led them to remember what dis- 





[DECEMBER 1, 1882 . 











asters have happened, to question whether there is not 
some threatening weakness in the economic situa- 
tion. Then those interested in knocking down prices 
took the occasion of every circumstance that indicated 
less activity in any branch of business, especially the 
temporary closing of some Bessemer works, which. 
having been enlarged sufficiently to supply the coun- 
try when it consumes 2, 200,000 tons of rails a year (as 
it probably will this year), will not be able to keep 
busy all the time when the consumption falls to 1,600- 
000 tonsa year,which will probably be as much as our 
average consumption until the country has grown a 
great deal. A few hundred thousand tons of anthra- 
cite coal are used in the Bessemer industry (most of 
the works using no anthracite), and thus the possible 
closing of some of these works for a time was used as 
a reason why the shares of the anthracite coal roads 
should sell at lower prices. The price may have been 
too high, but if so the consumption in steel-making 
had next to nothing to do with it. Traffic generally 


is good and likely to be so for months at least. We 
have been building too many railroads, as we 
have insisted for more than two _ years, and 
some of the old roads will suffer and 
some of them will profit thereby. The great loss 


by such an over-production of roads is by the with- 
drawal of capital from productive enterprises, which 
will affect the whole community; but the first sign of 
distress we should look for in this matter is a great 
tightening of the money market all over the country- 
This we have not had, and there seem to be no signs 
of it at present. We have not waited, as in 1873, until 
it was impossible to get money before checking this 
work of new construction; while so far this year we 
have laid track at a rate never known before in this 
or any other country, we have not been preparing to 
continue the work at this rate. We have pointed out 
from time to time that the great fall in the price 
of rails (nearly one-third since January) and the 
smaller importations and the reduced demand 
for rolling stock indicated that there would 
soon be a falling off in railroad  construc- 
tion, and we have looked upon this as the most 
favorable sign of the times. We could not possibly 
keep on building at the rate of this year—fully a 
thousand miles a month—without encountering great 
financial disaster. Many interests of course must 
suffer if we reduce the rate of construction greatly. 
Works prepared to maintain the rails and stocks of 
cars, locomotives, etc., of our railroads, and in addi- 
tion supply the materials for 12,000 miles of railroad 
a year, cannot be fully employed if we build but 4,000 
or 5,000 miles a year, which is all we ought to build ; 
but this will be much better than a great financial 
crash, which would make most industries stagnant for 
ayear or two or three. The industries of the country 
at large and the railroads especially will be very much 
better off if we stop building railroads at the rate of 
the last two years, and it is a good omen that we have 
been preparing to stop before we were forced to by the 
impossibility of getting money. 





THE NEW YORK, 





LAKE ERIE & WESTERN 
REPORT. 


The fiscal year for which this report is made, ending 
with September last, was the worst for trunk-line 
traffic since 1876-77. The traffic was greatly reduced 
by the crop failure of 1881, and the value of it was 
totally destroyed much of the time by the low rates of 
the railroad war. It will be understood that we mean, 
by trunk-line traffic, the business for which the trunk- 
lines compete. The local traffic of some of them— 
perhaps all of them—was better in the year under con- 
sideration than ever before. 

The war rates on east-bound freight, that began in 
June of last year, virtually lasted till March, by which 
time the great staples of Western traffic had been 
marketed to an extent never before known so long 
before harvest. The advance in rates made after the 
settlement of the railroad war was to a_ lower 
figure than had been made regularly before, but 
aside from this the earnings of the trunk lines 
were reduced for months afterwards by the payment 
of rebates which accrued on shipments during the 
war, but were not payable until afterwards—the com- 
pletion of some yearly contract or the like. In this 
way earnings were very considerably reduced as late 
as September, so that we may say that earnings were 
affected by the railroad war throughout the Erie’s last 
fiscal year. West-bound rates were nominally re- 
stored at the same time as east-bound, but very near- 
ly the whole of this traffic was contracted at the 
lowest of war rates until July, and here again bills 
for rebates have been coming in nearly ever since. 

The through passenger travel was spoiled nearly 
half of the year by rates previously unheard of, 
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So ae as cthoneali rates are scnaenieell therefore, the 
year ending with September last was favorable to a 
very heavy through traffic, both freight and passenger, 
small earnings, and very small profits. Fortunately 
for themselves, however, besides a great through 
traffic, for which they compete with each other, the 
trunk lines have an enormous local traffic, not much 
affected by the through rates; and the year in ques- 
tion was one of great activity in the coal and iron 
industries and in many manufactures. 

The report of the New York, Lake Erie & Western 
shows its traffic to have been as follows: 

1881-82. 1880-81. Increase. P.c. 
DONS OREN S60 s55 tes 6,104,572 5,518,850 585,822 10.6 
Tons freight....... .... 5,790,566 5,567,973 222.593 4.0 
No, of passeng xers....... 6,784,195 6,144,158 640,037 10.4 
These figures are not very important except in con- 
nection with those giving the mileage below. We find 
a large increase in the number of passengers and of 
tons of coal; a small one in other freight. The coal 
tonnage was greater than that of all other freight, 
The passenger and tonnage mileage was : 
Ton miles. 1881-82. 1880-81. Inc. or Dec. P.c. 


to EER . 611,076,125 574,533,237 Inc. 36,542,888 6.4 
Other freight. .1,343,313,585 1,409,861,618 Dec, 66,548,033 4.7 








Total. ....1,954.389,710 1,984,394,855 Dec. 30,005,145 1.5 
Pass. miles... 225-1302083  "200,483:790 Inc. 24,647,093 12.3 


This tells a somewhat different story. While coal 
made up 56 per cent. of the number of tons, it made 
but 31.3 per cent. of the tonnage mileage last year; 
and, owing to the shorter average haul, the increase 
in coal mileage was but 6.4 per cent., while the in- 
crease in tons was 10.6; and instead of the increase of 
4 per cent. in the tonnage of other freight, there was 
a decrease of 4.7 per cent. in ton miles. On the other 
hand, the very low through passenger rates evidently 
increased the proportion of through travel, and the 
increase in passenger mileage is therefore greater than 
that in the number of passengers. 

The coal was not among the traffic affected by the 
railroad war last year, yet we see that there wasa 
slight decrease in the other freight while there was 
an increase in coal. 

The traflic of the year was carried with a less train 
mileage than before, due to larger average train loads. 

The average freight-train load increased from 218 to 
228 tons, the average passenger-train load from 58 to 68. 
The increase of 12} per cent. in passenger traffic was 
made with an increase of only 2 percent. in passenger 
train mileage; the decrease of 1} per cent. in freight 
traffic was accompanied by a decrease of 5.9 per cent 
in freight-train mileage. The economy by these larger 
trains must have been considerable. 

The passenger traffic increased so much that in spite 
of a decrease of 3.4 percent. in the average rate, the 
passenger earnings were 8} per cent. greater than the 
year before. But besides the small decrease of 14 
per cent. in the total freight traffic there was a decrease 
of 7 per cent in the average freight rate, resulting in 
a decrease of 88 per cent. ($1,337,448) in freight earn- 
ings. All this and more was in the general freights, 
as there was asmall increase in the earnings from 
coal. There was a decrease of 4.4 per cent in the coal 
rate, but in the rate on other freight the decrease was 
84 per cent—pro>ably wholly due to the railroad war. 

The traflic of this road for ten consecutive years 
has been : 


Year. Pass. miles Ton-miles. Train-miles. 
Passenger. Freight. 
1872-73 ....164,632,424  1,032,986,809 3,436,995 *10,260,465 
1873-74.....164,204,125  1.047.420,238 3 "259, 941 *9Y,863,760 
1874-75.... 155,396,804  1,016,618,050 3, 202. "392 7,598,415 
18/5--76.....163,674,795 1.040,431,921 3, 201,005 7,507,842 
1876-77..... 170,888,580  1,114,586,220 988,29 8 7,686,664 
1877-78..... 140,326.749  1,224,763.718 3,032,717 7,687.514 
1878-79..... 149,115,718 1,569,222,417 3,192,618 8,467,847 
1879-80... .180,460,204  1,721,112,095 3,280,456 8,171,901 
1880-81.....200.483,790  1,984,394,855 3,476,629 9,112,086 
1881- 82.....925,130.883 1,954,389.710 3.546.055 8,569,937 





*3witching trains included in these years. 

Thus the passenger traffic last year was 50 per cent. 
greater than in 1878-79, and the freight traffic, though 
a little less than the year before, is 234 per cent. more 
than in 1878-80, and about 90 per cent. greater than in 
1875-76. The 50 per cent. increase of passenger traffic 
since 1879 has been carried with an increase of but 11 
per cent. in passenger-train mileage, and the increase 
of 25 per cent. in freight since the same year was car- 
ried with an increase of 1.2 per cent. in mileage of 
freight trains. To this ability to move more traffic 
per train is largely due the greater prosperity of the 
company. In 1875 the average freight train load was 
but 138.7 tons; in 1878, 160 tons; in 1880, 210% tons; in 
1882, 223 tons. 

The increase has been due partly to the use of more 
powerful locomotives and improvement of road, but 
more, probably, to the large increase of west-bound 
freight (chiefly coal) which has given loads to cars that 
formerly would have gone west empty. This road 
has now become one of the most important of the coal 
carriers, exceeded only by the Reading and the Penn- 
sylvania in the number of tons hauled, and this traffic, 
moreover, is one that tends to increase faster than the 
other freights. Thus for the five successive years that 
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the coal traffic has been reported separately the ton- 
miles of this and other freight have been: 








—_---—— Ton-miles. —— --— P.c 

Year Coal Other freight. Total. coal. 
ke eee 267,.344,5 957,419,138 1,224,763,718 21.8 
1878-79........ 500,436,551 1,068,785,866 } 1569,222,41 17 39.9 
1879-80 ..... 432,329,839 1,288,782,256 1,721,112,095 5.1 
1880-81........ 574,533,237 1,409, 861, 618 1, 1984. 394, 855 28.9 
1881-82... ... 611,076,125 1, 1343, 313, 588 1.954,389.710 31.3 


The great importance of this traffic has been that 
of late years the rates on it have been maintained 
when other trunk-line freights were reduced below 
cost. Last year the average rate on coal was 0.808 
cent, on other freight 0.722 cent. In 1880-81 even, 
during most of which through freight rates were 
maintained, the coal rate was 0.845 cent against 0.789 
cent on other freight. It is true that the average hauls 
on coal are much the shorter (coal 101 miles last year ; 
other freight 322), but the expenses attending the car- 
riage of coal is so much lower that the profit on it 
should be considerably greater. As a fact, 33} per 
cent. of the gross freight earnings of the last year 
were from coal, and even if we count the expense for 
coal as great as for other freight, to it was due about 
40 per cent. of the net earnings on freight. The vast 
importance of this freight is therefore evident. That 
it is appreciated by the company’s officers is evident 
from the President’s report, which is largely taken up 
with the plans, contracts and new constructions by 
which this road will secure to itself the whole of the 
Lehigh Valley coal shipments west and the whole of 
the Pennsylvania Coal Company’s shipments east and 
west, the more economical conduct of the coal traffic, 
and the development of the company’s own coal prop- 
erties—arrangements which seem to assure to the 
road a still larger and a permanent increase in this 
traffic. 


The average rates of the road were reduced on both 
passenger and freight last year by the railroad war. 
The passenger rate fell to 1.947 cents, which is smaller 
than in any previous year since 1876-77. The average 
freight rate, which had increased from 0.780 to 0,836 
cent per ton per mile from 1879 to 1880, and fell to 
0.805 cents in 1881, was reduced further to 0.749 cent 
last year, and was smaller than ever before. There 
was a considerable decrease in the average cost per 
passenger mile, so that the profit was a little larger 
than 1880-81, in spite of the fall in the rate. But the 
genome in the cost per ton per inile was trifling (from 

0.529 to 0.526 cent per mile, and the profit fell from 
0.302 cent in 1880 and 0.276 in 1881 to 0.223 in 1882, 
This decrease from 1881 in the average profit made a 
difference of more than a million dollars in the net 
earnings of the company. 

The changes in earnings are much less than might 
naturally have been expected in a year of so long and 
violent a railroad war. They decreased but 3.6 per 
cent., and as working expenses were reduced 1.3 per 
cent., the decrease in net earnings was but $571,695, 
or 7.7 per cent. It was the coal traffic chiefly which 
prevented a greater loss, aided by a large and profit- 
able passenger traffic in the last half of the year. 

In working expenses there was a decrease of 1.6 per 
cent. for conducting transportation ; 5.7 per cent. for 
motive power; 4.9 per cent. for maintenance of wages 
and 9.5 per cent. for maintenance of cars, while there 
was an increase of 30.9 per cent. in general expenses. 
As there was a decrease of 3.9 per cent. in train mile- 
age the decrease of 1.6 per cent. in working expenses 
does not appear unreasonable. 

After paying interest, rentals, etc., there remained a 
surplus from net earnings of $1,166,642, against $1,887, - 
418 the year before—a decrease of $720,776, or 38 per 
cent., and about 94 cents per share of common stock. 
The interest on the income bonds and a 6 per cent. 
dividend on the preferred stock are ordered to be paid, 
and there will remain a surplus of about $671,000, 
which has chiefly been expended for improvements. 

The excess of net earnings over fixed charges in suc- 
cessive years since the petty pig has been : 
1877-78. 1878-79. 879-80. 1880-81. 1881-82. 
$625,432 $1,291,971 $i, 790,621 $1,887,418 $1,166,642 

The surplus was thus smaller last year than in any 
other since the first. An increase of $188,146 in inter- 
est and rentals had something to do with this. The 
interest on the debt under the terms of the reorgani- 
zation has now reached its maximum, but there were 
some additions to the debt last year, which somewhat 
increase the yearly interest charge. 

Every year since the organization, however, the sur- 
plus as given above has been in excess of the interest 
on the income bonds and the 6 per cent. dividend on 
the preferred stock, and in every year but one it has 
been twice as great. 

The very important information in the President's 
report regarding the new connections and contracts 
with other roads which the company has made during 
the past year we publish in full with our abstract of 
the report. 
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The connections so secured, it seems to us, EEE 
the company more than anything done heretofore 
since the reorganization. A year ago the company, 
with all its enormous traffic, commanded no connec- 
tion with except by its steamboat line, that is, it 
possessed connections on sufferance, as it were, and 
could not be certain that it would not lose them. It 
had just been kicked off (so to speak) the Lake 
Shore, the Michigan Central and the Cleveland, Colum- 
bus, Cincinnati & Indianapolis, and had its connection 
with Cincinnati endangered. It carried an enormous 
anthracite coal traffic, nearly all of which was de- 
livered to it by independent roads or companies, 
which were free to close contracts with other lines, 
which could be made to serve them about as well. 

This year Mr. Jewett reports a permanent connec- 
tion with Chicago secured by a contract which is not 
likely to call for any payment of money by his com- 
pany at any time, the President of the Erie having 
an irrevocable proxy to vote on 90 per cent. of the 
stock for 30 years, and a contract being made which 
requires the Chicago road to work for the Erie ex- 
clusively, and the New York, Pennsylvania & Ohio 
to serve as a connecting link. The control of the 
Cincinnati, Hamilton & Dayton was secured by an 
arrangement with the stockholders which requires 
the Erie to assume a charge of $90,000 a year in 
case the Cincinnati company does not pay a 6 per cent. 
dividend. The company’s coal property in Pennsyl- 
vania is made available by the extension of the Brad- 
ford Branch 30 miles, a contract with the Pennsyl- 
vania for the use of 35 miles of its road, and a 12 mile 
branch thence to the mines, which will afford bitu- 
miuous coal for the company’s own use, and for 
coking and sale, and at the same time will give the 
Erie a connection with Pittsburgh, one of the most 
important traffic centres in the country. The whole 
stock of the Blossburg Coal Company (covering rail- 
roads as well as mines) was bought for $2,000,000 by 
a bargain which enabled the Erie to turn in that 
white elephant, the Grand Opera House, ata valua- 
tion of $715,000—giving 66 miles of railroad and 28,000 
acres of coal lands now producing 400,000 tons of coal 
yearly ; a contract withthe Lehigh Valley Railroad 
gives the Erie the whole of its west-bound coal traffic 
for ten years ; acontract with the Pennsylvania Coal 
Company secures it the whole of that company’s traffic 
east and west, and by the use of its road, reconstructed 
for the purpose, and perhaps some new road, it will 
save 100 miles of the hauling of empty cars going to 
the mines for loads, for this and the Delaware & 
Hudson Canal coal. 

Of course we cannot affirm that none of these ar 
rangements will not cost more than they are worth, as 
in most cases the terms of the contract are not given ; 
but they certainly have put the New York, Lake Erie 
& Western in a position to command traffic such as it 
has never held before, and assure it control of an im- 
mense traffic, especially in coal, which has recently 
been its most pr ofitable traffic. 


Effect of War | Rates on Traffic. 





It is always interesting to watch the effect of a re- 
duction of transportation rates on traftic ; but it is not 
often possible to trace it with any degree of accuracy. 
The first effect of a great temporary reduction on pas- 
senger traffic is always an enormous increase of it; 
but if the low rates are kept up for some time, the 
travel soon falls off, though of course not to its for- 
mer figures. For months a rate of a dollar or fifty 
cents has been maintained between St. Louis and 
Kansas City, but after the first two or three weeks we 
learn that the travel fell off greatly, and was not so 
very much greater than before the reduction. We 
have no definite statistics, however, which would be 
very valuable. As by low rates on freight a man’s in- 
come may be materially increased, we might expect 
shipments to be greatly stimulated by them, es- 
pecially when they. are not expected to be perma- 
nent. Yet no doubt their effect is greatly exaggerated 
in the popular estimation, and partly because of the 
results of trunk-line railroad wars. These lines, how- 
ever, do not, when they carry for less than cost, in- 
crease their traffic so much by an increase in the 
aggregate amount of the freight movement, as by the 
diversion of it from cheap water routes and round- 
about rail routes. When rail rates are so low that the 
vessels cannot carry in competition with them, then 
the trunk lines get all the lake and canal and river 
business, and gain in their traffic, though there may 
be a decrease in the aggregate traffic, as there often 
has been during railroad wars—as there was in grain 
in 1876, and again in 1881, during the longest and 
severest railroad wars, itso happening that in those 
years there was less grain than usual in the country 
for any one to carry. 

Complete statistics of the traffic during the numer- 
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ous railroad wars of the Southwestern Association and 
that among the Northwestern roads would be much 
more significant, for these roads carry substantially 
the whole of the traffic of the country which they 
serve. Lacking these, we use the existing statistics of 
the traffic which is most affected by the war of North- 
western railroads. This traffic is the grain and flour 
receipts of Chicago and Milwaukee, to which places 
rates were reduced 50 per cent. or more after Satur- 
day, Nov. 18. 

The grain receipts (not including flour) of these 


places for six successive weeks have been, in bushels: 
—_ and Mil kee Grain R 





P 


CCE oe Se Soe 
Chicago. ..1, 980925 2000, 804 8,787,112 2,608,955 1,935,011 2,180,301 
Milwaukee '483,401 "565,245 "520,004 "527,779 "53,017 | ‘445,376 

Both. ..2,834,824 3,475,046 4,266,116 3,136,734 2.465,928 2,605,767 

Thus the receipts of the two places which get the 
whole advantage of the war rates from Minneapolis 
and other northwestern points are but 140,000 bushels 
(5% per cent.) more in the first week of the low rates 
than in the week before, when rates were twice as 
high, and smaller than for three weeks previous. Evi- 
dently there isno such stimulating effect in low rates 
on grain as some seem to think. It is true that 
the shipments of the last day or two of last week did 
not arrive in time to be reported in the receipts of the 
lake cities for that week; but, on the other hand, the 
low rates had been expected, and it is reasonable to 
suppose that shipments were held back somewhat to 
get the advantage of them. 

It should be said that a much larger proportion of 
Milwaukee’s receipts than of Chicago’s receipts are 
from the places and the district from which war rates 
are made. But Milwaukee’s grain receipts we see 
were smaller jn the first week of the railroad war 
than in any of the five weeks previous. 

Of course the receipts of Chicago and Milwaukee 
are not entirely from Minneapolis and the district 
which has the low rates. And, indeed, they do not 
receive large amounts of any grain from it except 
wheat and flour. A comparison of these may indicate 
the effect of the railroad war on the grain movement 
more accurately than the above comparison of the 
receipts of all grain, not excluding flour, especially as 
the great Minneapolis mills are in the best position to 
take immediate advantage of the rates. We, therefore, 
compare below the receipts of wheat and flour at Chi- 
cago and Milwaukee for the week ending Nov. 25(the 
first of the railroad war) with those of the week end- 
ing Nov. 11, when the movement was less affected by 
the expectation of a railroad war than in the week 
before it actually began: 

——-~Week to——, 


9 





Flour, bblis.: 











) Nov, 25. Nov.11. Ine. orDec. P.c. 
CRIOCRRG. 64 in 8 ics cue 132,402 134,802 D. 2,400 1.8 
Milwaukee.. 112, 6 108), 322 4,367 4.0 

ee 245,091 243,124 I. 1,967 0.8 

Wheat, bus.; 
fe Sear 549,536 840,121 D. 290,585 34.6 
Milwaukee.. . 218,642 204,157 I. 14,485 71 

ee , 1,044.278 D. 276,100 26.4 
Both places, whea 
and flour, bus ... .. ‘ »871,087 2,138,336 D. 267,249 12.5 


Thus, if we take wheat and flour together, we find 
that in the first week of the war rates the receipts of 


the two places were one-eighth less than two weeks | % 


before. 

Still further to limit the traffic considered to that 
most affected by the railroad war, we may consider 
the Milwaukee receipts by themselves. Chicago re- 
ceives from the whole of the district in which rates 
have been cut, but it receives wheat largely froma 
still larger territory further south, and flour to a con- 
siderable extent from that district, though chiefly 
from the Northwest. But Milwaukee, as we have 
said, receives almost entirely from the district in 
which the rates are cut whenever the contending 
roads can get at each other. But even Milwaukee 
shows an increase in receipts of only 4 per cent. in 
flour and 7 per cent. in wheat in ihe first week of the 
railroad war—an entirely insignificant change, not 
equal to many others between consecutive weeks 
without any cause that can be traced. 

It would appear then that the reduction of rates, 
equivalent to five or six cents a bushel, didnot in the 
first week of the railroad war have any appreciable 
effect in stimulating shipments. The reduction, as 
we have said elsewhere, does not by any means affect 
all the places in the general territory where rates are 
cut at junction points. The grain shipments should 
be much more affected than anything else, because 
grain and flour make up probably three-fourths or 
more of the total east-bound freight of the territory 
affected. 

If the whole of the wheat and flour receipts of Chi- 
cago and Milwaukee, last week, had been carried at 
war rates (probably not one-fourth were), the earnings 
of the several roads carrying them would have been 
about $95,000 less than if they had carried them at 
full rates. If the whole surplus wheat crop of Minne- 


sota and Dakota and the northern half of Iowa should 
be carried at the war rates, the aggregate receipts of 
the roads for the transportation would be probably 
something like $2,500,000 less than at regular rates. 

It should be said that if disposed to take advantage 
of the advance in prices caused by the railroad war, 
the farmers could not do so to a very great extent im- 
mediately. Most of them, probably, would have to 
thresh as well as haul to market their wheat. But at 
this season we should expect stocks to be so large at 
the various stations that the shipments could be 
doubled, or trebled or more in the first week. The ex- 
pectation of an early restoration of rates will be likely 
to give a greater stimulus to shipments than the rig- 
inal reduction. 


Railroad a ms “Prices of Commodities. 


The effect of war rates on prices is a subject which is 
worth investigating. When the cost of transportation is re- 
duced who gets the benefit of the reduction, the producer, 
the consumer, or the merchant intermediate between them ? 
Doubtless, sometimes one and sometimes the other, and 
sometimes the amount of reduction is divided among them. 
When the goods carried have a very extended market—are 
what the Germans call a *‘ world-merchandise,” produced in 
large quantities in many parts of the world and consumed 
almost everywhere—then the reduction in the cost of truns- 
portation from one comparatively small part of the pro- 
ducing district should have little or no effect on the price to 
the consumer, for this price is made for him by the aggre- 
gate of the world’s supply and the world’sdemand. Of 
nothing probably is this truer than of grain, and most of 
all of wheat and flour. The price of wheat in New York, 
Liverpool, Marseilles, Odessa and Bombay is affected by the 
production of Chili and Australia, of Hungary and Califor- 
nia, of India and Dakota, and the cost of transportation 
thence to the consumers. But the production of a single 
one of these countries or districts has comparatively little 
effect on the price to the consumer. With an aggregate con- 
sumption of 2,000 millions of bushels say, what difference will 
it make whether Dakota produce 10 millions or 20 millions? 
And still less difference does a change in the cost of trans- 
portation make. The St. Paul railroad war if kept up for a 
year within its present limits would affect the cost of trans- 
portation of perhaps 35,000,000 bushels of wheat, or the 
flour made from it, the average cost of transportation of 
which to Chicago, with rates fully maintained, would be 
probably 12 to 15 cents a bushel. If it should all be carried 
for nothing, the reduction in cost of the world’s crop de- 
livered to the consumer would be but a small fraction of a 
cent a bushel. Therefore we should not expect the consumer 
to get any of the benefit from the low rail rate northwest of 
Chicago, but that the producer and the merchant would get 
the whole profit of the reduction in the price for carrying. 
And this should be shown by the Chicago and Milwaukee 
prices. These places, and especially Chicago, receive nearly 
all the wheat from the places affected by the railroad war 
aud a great deal more from other places. If {the consumer 
were to get any of the advantage of the lower rate, it should 
be seen in lower prices of wheat at Chicago. Actually the 
quotations there a week before the grain and flour rates from 
St. Paul to Chicago were reduced, the day before, and the 
fourth day of the low rates were: 

—~Flour.— 








Common to Wheat. 
fancy Minnesota No. 2 
Minnesota. patents. Chicago spring. 
MOC. EB cccwcd to $6 $6.50 to $7.25 91% to oar cents. 
rr to 6 6.50 to 7.25 93 to 934 
SS ee 4to 6 6.50 to 7.25 924to 934% “ 


These fluctuations are less than those frequently occurring 
in a single day. In flour there have been no changes of 
price at all, and by far the larger part of the surplus wheat 
of Minnesota and Dakota (when it is good, as this year), 
reaches the lakes in the shape of four. We may safely say, 
then. that the cut rates have not affected Chicago prices, or 
the cost of bread to the consumer, and that therefore the 
whole benefit must have been reaped by the farmers or the 
wheat buyers and millers west of the Mississippi, and this 
will make the railroad war very popular with them. But 
so far, doubtless, nearly the whole benefit of the low rates 
has been reaped by the millers and the grain-buyers, who 
are the only ones having a great accumulation of stocks on 
the railroads which they can ship at short notice ; and it is 
the grain buyers chiefly and not the millers that gain this 
advantage, because the latter usually do not have great ac- 
cumulations of stucks of flour, nor at this season, of wheat. 
They consume great quautities of wheat and produce great 
quantities of flour every day, and it takes a great capital to 
hold stocks fer many days. Generally they need to receive 
and to ship about as fast as they grind, taking care to insure 
a stock of wheat on hand sufficient to keep them busy. The 
farmer cannot market his grain all at once, or at any time, 
but must do it slowly, and at this season he may lose im- 
portant time for plowing if he uses his team for carrying 
grain to market ; though very soon he may be able (in the 
country where there is little corn to pick, as north of Iowa) 
to give pretty much his whole time to threshing and mark- 
eting. 

The whole effect of the reduction, we have said, should be 
seen in St. Paul and Minneapolis prices. Below we show 
the actual changes in the quotations on days before and 
after the reduction of rates: 


————-Wheat.--_—_——~  ——-—Flour.———. 

No. Lhard. No.1. No.2. Patents Common. 

S| eee $1.02 0.75 $0.85 $6 to $6.50 $4 to $5 

2 ae 1.03 098 0.90 5 <a - wis 

NS eee 1.07 1.00 0.93 = - oe ~ 
| ae 1.05 0.99 0.94 = a Mig 





The prices on Saturday, the 18th, were the same as on the 


17th, and were apparently unaffected by the prospect of a 
railroad war. Afterwards, with a reduction in the freight 
to Chicago amounting to 6 cents a bushel on wheat and 20 
cents a barrel on flour (or more), the price on different days 
was 4 cents and 2 centsa bushel higher for wheat; but there 
was no change in fluur. Apparently, then, the millers 
obtained the whole benefit of the reduction and the grain- 
buyers about half of the reduction on wheat. The farmer 
may get two or three cents a bushel more for his wheat than 
before the railroad war, but inasmuch as changes as great 
as that are common almost every week, we are hardly safe 
in assuming that this advance was wholly because of the 
railroad war. 

It is somewhat notable that the country which has re 
cently shown the greatest growth and prosperity is that in 
which has had fewest railroad wars—namely this very North 
western territory. There has been a Southwestern railroad 
war nearly every year, often very fierce and lasting for 
months, during which Kansas and the other country af- 
fected by rates to and from the ‘‘ Missouri River points” had 
their transportation done for less than half price. But this 
does not seem to have made farming and other business so 
much more profitable than in other parts of the country as 
to attract an unusual part of the immigration. On the con- 
trary, the country southwest of Chicago has been compara- 
tively neglected for the last two or three years, during 
which the great rush has been to the Northwest. The war- 
ring roads may have this consolation, however, that if the 
farmers do gain by the reduction of the railroad profits at 
this time, it will] attract more population and stimulate 
larger production hereafter. We suspect, however, that 
the farmers’ gains will be but trifling. 








Record of New Railroad Construction. 





This number of the Railroad Gazette contains information 
of the laying of track on new railroads as follows: 

Denver & Rio Grande.—The Utah Extension has been ex- 
tended from Delta, Col., west to Grand Junction, 50 miles, 
Gauge, 3 ft. 

Jacksonville Southeastern.—Extended from Litchfield, L1l., 
southeast to Walshville, 7 miles. 

Pennsylvania.—The North & West Branch is extended 
from Nanticoke, Pa., east by north to Wilkesbarre, 7 miles. 

Pensacola &: Atlantic.—Extended west to Marianna, Fla., 
4 miles. Gauge, 5 ft. 

Pittsburgh, Chartiers & Youghiogheny.—Extended south 
8 miles to Painter’s Run, Pa., completing the road. 

Toledo & South Haven.—Extended from Lawrence, Mich., 
west to Hartford, 8 miles. Gauge, 3 ft. 

This is atotal of 84 miles of new railroad, making 9,255 
miles thus far this year, against 6,983 miles reported at the 
corresponding time in 1881, 5,443 miles in 1880, 3,263 
miles in 1879, 2,126 miles in 1878, 1,964 miles in 1877, 
2,153 miles in 1876, 1,176 miles in 1875, 1,731 miles in 
1874, 3,456 miles in 1873, and 6,559 miles in 1872. 





CHiIcaGo Rai SHIPMENTS EASTWARD for the week end 
ing Nov. 21 for three successive years have been : 

1880. 1881. 1882. 
53,096 49,421 50,404 

This year the shipments were 2 per cent. greater than last 
year, and only 5 per cent. less than in 1880. They are the 
largest shipments since February last, and have been 
equaled, when rates were maintained and lake navigation 
was open, only four times—in two weeks of June and two of 
November, 1880, 

Of the shipments of the week this year 15.3 per cent. 
went by the Chicago & Grand Trunk, 24.7 by the Michigan 
Central], 18.2 by the Lake Shore, 17.1 by the Fort Wayne, 
18.2 by the Pan-handle, and 6.5 per cent. by the Baltimore 
& Ohio. Thus the two Vanderbilt roads together carried 
42.9 per cent. of the whole, against 4514 due them in the 
pool, and the two Pennsylvania roads had 35.3 per cent. of 
the whole, against 3514 per cent. in the pool. 

Some of the newspapers have been insisting that there 
must have been cutting of rates at Chicago because some of 
the roads have had au unusually large proportion of the 
shipments billed at Ci.icago, whereas it is not these ship- 
ments, but the total shipments billed at and through Chi- 
cago that are subject to division, and a road that gets very 
little of the freight shipped at the Chicago stations may get 
a great deal of that shipped from Milwaukee, Minneapolis, 
etc., through Chicago to the East. 

There are often very great differences between the per- 
centages of the total and of that part of it billed at Chicago 
going by the same route. There are, however, great fluctu- 
ations in the total, but they are, in the long run, in both 
directions, and do not lack much of balancing each other. 
There has been, we believe, no time in the history of the 
attempts to divide the Chicago traffic when there has ap- 
peared so general a disposition to maintain rates and live 
up to the agreement. 

For the whole month of October the percentages shipped 
by the several roads compare as follows with the percentages 
to which they are entitled : 


Cc. & Mich. Lake Fort P..C.& B.& 

a. =. Cen. Shore. Wayne. St. L. oO. 
Carried...... 12.5 24.0 18.7 22.3 14.7 7. 
Entitled to... 11 24144 214% 25% 10 8 


For seven successive weeks the Chicago shipments have 
been, in tons: 
Oct.7. Oct.14. Oct. 21. Oct.31. Nov.7. Nov. 14. Nov. 21. 
32,810 34,790 33,580 34,041 43,682 44,721 50,401 

The average weekly shipments in September were 37,128 
tons, in October 33,831 tons, The shioments in the third 
week of November were thus nearly 50 per cent. above the 
October average. 





Week ending 








For the week ending Nov. 25 the shipments by rail billed 








DECEMBER 1, 1882] 


THE RAILROAD GAZETTE. 


741 








at Chicago (not including those from points west billed 
through Chicago) were 41,027 tons, against 35,624 tons in 
the corresponding week of last year, and 38,152 tons in the 
previous week of this year. This, we believe, is the first 
week since early spring that these shipments have been 
greater than in a corresponding week last year. The earn- 
ings from them must have been about at the rate of $209 
this year to every $100 last year. The shipments of provis- 
ions were nearly the same this year as last, the grain ship- 
ments were 2,986 tons (14.3 per cent. less), but the flour 
shipments were 84,285 barrels (214 per cent.). greater. 

The announcement of the advance in rates would naturally 
stimulate shipments, but it is a remarkable fact that it 
did not stimulate lake shipments; on the contrary they fell 
off, and lake rates fell from 3 to 2 cents a bushel. 








BRITISH Rar. EXPORTS TO THE UNITED STATES were 
larger last October than in any other month since January, 
and with the exception of January they were the largest for 
thirteen months, and considerably more than the aggregate 
Augustand September exports. Indeed the September ex- 
ports were the smallest since October, 1879, when the im- 
port business first began to revive. It may be thought 
strange that there should be a revival of imports of English 
railsat a time when the market for American rails was 
drooping, and the price unusually low. But rails imported 
are likely to have been ordered months before ; and after 
all the importations in October even cannot be said to have 
been very large, considering the consumption of the coun- 
try. Probably as many as 120,000 tons of rails were laid 
in October on new railroads alone, while the average con- 
sumption for maintenance and for new sidings and second 
tracks, not included in the above statement of consumption 
for new road, is probably on the average as much as 
95,000 tons per month. Thus the British exports to this 
country in October, 23,642 tons, were probably only about 
one-eleventh of our total consumption that month. The 
monthly average this year, however, previous to October, 
had been but 17,777 tons ; for the year 1881 it was 24,303 
tons, and for 1880 18,200 tons. The imports of steel rails 
were but 10,055 tons a month in 1880, rose to 16,274 in 
1881, and so far in 1880 have been 16,251 tons a month, 
The exports of steel in October last have been exceeded only 
in April and August of 1881, but iron exports to this coun- 
try have been but trifling for a few months, while previous 
ly they were a large proportion of the whole, and in several 
months of last year exceeded the steel exports. 

A recent statement of the British exports of railroad iron 
to the different European countries for the twelve years 
ending with 1881, shows a remarkable decrease of late years. 
In 1870 the exports to all European countries were 328,938 
tons, and in the six years ending with 1875 the yearly 
average was 276,380 tons. In 1881 the total European ex- 
ports were but 74,968 tons, and the average for the six 
years then ending was 136,081 tons—less than half of the 
average in the previous six years. In the last three years 
while railroad building has been so active here, Europe has 
taken less than ever before—but 86,381 tons a year. The 
most important European customer of Great Britain for 
rails has been Russia, which has sometimes taken more than 
all the rest of Europe. But it buys very little of late years, 
partly because it is building very little new road, and partly 
because it gets more rails from Germany and Belgium. 
Almost the only countries that have exported more since 
1875, than before are Italy and Spain. France and Germany 
have almost ceased to import English rails, because they are 
manufacturing their own supply, and Germany now ex. 
ports rails. Belgium and Holland together took 167,315 
tons of English rails in the six yearsending with 1875, and 
but 17,782 in the six years since. Belgium always did 
manufacture its chief supplies, and it is a large exporter, 
and probably now supplies Holland with most which it con- 
sumes. There has been no year since 1874 when the rail 
exports of Great Britain were as large to all Europe as to 
the United States in 1881. 








IMMIGRATION IN OCTOBER shows a large decrease in com- 
parison with last year, but we must remember that it was 
enormously large last year—nearly equal to the monthly 
average for the year, while ordinarily the arrivals so late in 
the year are much less than the average. The number ar- 
riving was 45,965 this year, against 67,929 last—a decrease 
of 32% per cent. 

For the four months ending with October, the arrivals 
have been 203,986 this year, against 239,734 last—a de- 
crease of 15 per cent. 

There is good reason why immigration should decrease. 
The movement is the result of the difference between the 
condition of things here and in Europe. For some years it 
has been hard living in Europe—work none too plenty, 
wages low, and the cost of living high; at the same time 
there has been extraordivary growth of all industries but 
farming here, a tremendous demand for labor not only for 
these industries but for the unprecedented amount of rail- 
road construction and other building, and consequently high 
wages, which have much more than counterbalanced the 
high cost of living. For the man without capital, therefore, 
the balance of advantages was greatly in favor of this 
country. But after three years of tremendous emigration, 
Europe is,less crowded; good crops there this year and else- 
where, and the resulting low prices have made living 
cheaper; and great as stillis the activity in all industries 
here, it is not growing at anything like the rate of the past 
twoor three years. We estimate that railroad construction 
alone in the last two years must have absorbed labor 


equal to the entire addition to the working force 
by imwigration. Now, unless we increase the rate of 
construction, we shall not need to import labor 


for this kind of work. If we build less, asin all probability 
we shall, we can spare some of the labor engaged in railroad 

construction this year for other work. Very likely there 

will be fewer buildings constructed next year, and in these 
two industries an enormous amount of labor has been en- 
gaged during the past two years. Wages have not generally 
fallen yet, but it is not so easy to get work as it once was, 
and intending immigrants find this out sooner than most of 
us do, being in constant communication with their fellows 
of the laboring class, who have preceded them. Thus two 
things tend to lessen immigration; the laborer’s condition in 
Europe is more tolerable than it was, and the attractions in 
this country are not so great as they were, when every fac- 
tory was trying to double its capacity, and we were doing 
two years’ building in one year. Now for some time, if we 
are not mistaken, the chief outlet for the growth of popula- 
tion will be in the settlement of uncultivated land, which, in 
spite of the rapid growth of certain limited parts of the 
West, has not progressed in proportion to other industries, 
as the statistics of the Agricultural Department, showing the 
very moderate increase of the acreagejunder cultivation for 
some years, sutficiently show. 








PENNSYLVANIA RAILROAD EARNINGS AND EXPENSES in 
October we give below for ten successive years, having 
given the net earnings only last week: 


Gross Net 
Year earnings. Expenses earnings. 
ca Ccesd~ haiti $3,757,311 $2,132,285 $1,625,026 
, SRR 3,482,587 2,040,548 1,442,039 
AS 3,272,267 1,829,433 1,442, 
MSs: eons knee 4,004,42 1,821,278 2,183,151 
er 3,210,038 1,704,7 1,505,274 
1878. 3,215,418 1,655,871 1,559,54 
DRGiara® | éddigue 18,1 1,832,2. 1,685,930 
aero 3,882,715 2,194,321 1,688, 
_. oe 3,672,971 2.317,930 1,355,032 
Er Sere 4,660,053 ,622,3 2,037,712 


The gross earnings this year were $987,082 (27 per cent.), 
the working expenses $304,402 (13 per cent.), and the net 
earnings $682,680 (5014 per cent.) more than last year. The 
gross and net earnings were reduced considerably by the 
railroad war last year, and the net earnings in October were 
smaller then than before since 1873 ; but though the great- 
ness of the increase is partly due to that the net earnings 
this year are 20 per cent. larger than in 1880, when they 
were larger than in any other October except in the Cen- 
tennial year. The gross earnings were exceeded last August 
by $11,126, but have been equaled in no other month. The 
working expenses continue very large, equaled only in the 
August and September of this year and in May and June of 
1873. 

For the ten months ending with October earnings and ex- 
penses have been for seven years : 


Gross = Net 

earnings. xpenses. earnings. 
.343,263 $18.716.426 $11,626 837 
25,216,2 15,793,302 9,422,994 

. 26,035,337 15,189,777 10,845,560 
28,034,356 16,655,316 11,379,040 
34,137,327 20,022,630 14,114,697 
36,552,212 21,801,374 14,750,848 
40,548,834 24,903,620 15,645,214 





There is thus an increase over the corresponding ten 
months of 1881 of $3,996,631 (11 per cent.) in gross earn- 
ings of $3,102,246 (1414 per cent.) in working expenses, and 
$894,376 (6 per cent.) in net earnings. Allare the largest 
the road has ever had. 

We gave the gains on the roads west of Pittsburgh and 
Erie last week. With increases in profits in November and 
December equal to those in October, the protits of the Penn- 
sylvania Railroad Company this year will be about $2,000,- 
000 more than last year—enough for 21¢ per cent. on the 
stock. 








THE Provision Exports for the packing year, ending 
with October, make a very bad showing. The quantities in 
tons of 2,000 lbs. were: 

1882. 1881. Decrease. P. c. 

Fresh and salt beef and tallow... 66,486 110.527 44,041 40.0 
Hog products.........020 20 cscves 338,847 556,456 217,609 39.0 
W555 vxtsenes a sceee kone 405,333 666,983 261,650 39.2 

These, it must be remembered, are among our most im- 
portant exports. The vast decrease in them is chiefly at- 
tributable to the failure of the corn crop—a calamity whose 
widespread and long-continued effects are not yet sufficient- 
ly appreciated and which will be felt to some extent for a 
year to come, chiefly in the reduced stock of hogs. 

It will be noted that the products of horned cattle were 
just about one-fifth the hog products in weight both years. 
Insvalue the difference is still greater, that of hog products 
being six times as great this year. 

The decrease in value of the provisions exported is just 
about as great as that in the quantity—3914 per cent.—and 
amounts to $33,376,260. The greatest falling off was in 
fresh beef, amounting to 55% per cent. in quantity. There 
was an increase in the salt beef exports. 

The above does not iuclude dairy products, which are re- 
ported only for the half-year ending with October, when 


they were 40,308 tons this year, against 58,005 last year, a 
decrease of 30 per cent. The decrease in these exports con- 


tinued in October, and was then indeed unusually large in 
some items—in hog products being from 31,897 to 12,138 
tons, or 62 per cent., and the exports were not large last 
year. 











OcTOBER EARNINGS are reported in our tables for no less 
than 74 railroads, which had in the aggregate this year 
54,915 miles of road, or more than one-half of the total now 
in operation in the United States, and 5,202 miles (1014 
per cent.) more than in October last year. With this mile- 
age they earned $38,995,952, which is 16.6 per cent. more 
than last year, and their average earnings per mile increased 
from $673 to $710, or 51¢ per cent.—the largest increase 
of the year. Of the 74 roads reporting, only 8 had 








smaller total earnings than 
as 17 had smaller earnings per mile. All the 
important decreases, however, are on roads which 
have large additions of new road; but the Des Moines & 
Fort Dodge, with an increase of 2814 per cent. in mileage» 
has a decrease of 21 per cent. in total earnings, and of 403 
per cent. in earnings per mile. The only other notable de 
crease is 174% per cent. on the Denver& Rio Grande. 
Enormous increases of earnings per mile are not as common 
as they have been sometimes, but 9814 per cent. by St. Paul 
& Duluth, 47 by the Wisconsin Central, 44 by the Cleve- 
land, Akron & Columbus, 40 by the Ohio Central, and 32 
by the Manitoba ought to be satisfactory. There is a more 
general increase than bas been shown for a long time 
nearly all the roads gaining considerably, but not many 
very greatly. 


last year, but as many 


THE New YorK RarILroap Commission Law, it is now 
reported in various quarters, is likely to be amended at the 
very beginning of the session of the new Legislature, so as 
to give the Governor the same liberty of choice that he has 
regarding other offices. As the law now stands, the Gover - 
nor is required to appoint one Democrat, one Republican, 
and one nominee of Mr. F. B. Thurber, for that is what the 
provision amounts to which requires one to be the nominee 
of the New York Chamber of Commerce, the Board of 
Trade and Transportation and the Anti-Monopoly League, 
“or a majority of them,” the two last named organizations 
being substantially bureaus of Mr. Thurber’s. This limita- 
tion of the Governor’s choice isa most absurd one, and it 
ought to be removed. To be sure theremoval of it is likely 
to be due to Democratic thirst for office and desire to make 
the Commission a more efficient political agency in their 
owninterest. Thatthe victors should have only one-third 
of the spoils is an outrage in the eyes of the machiue politi- 
cian on either side. But if the Governor is permitted to 
use his discretion freely, we shall know whom to hold 
responsible for the character of the Commission, and there 
is room to hope at least that he will not use the places to 
reward party hacks, but have some regard to the qualifica- 
tions of his appointees for performing the duties of their 
office. 


THE OcTOBER GRAIN Exports of the whole United State 
as reported by the Bureau of Statistics were, including 
flour, nearly the same this year as last (less than 1 per cent. 
greater). There was an increase of 83 per cent. in flour 
and 37 per cent. in wheat, but a decrease of 80 per cent. in 
corn. 

For the four months ending with October, which dates 
but a little further back than the new crop year for 
wheat, there bas been an increase over last year of 620,696 
barrels (8184 per cent.) in flour, and of 16,660,101 bushels 
(40 per cent.) in wheat exports, but a decrease of 24,315,- 
819 bushels (9114 per cent.) in corn exports, resulting in a 
decrease in all grains of 4,855,000 bushels (6.2 per cent.). 
We will probably have two months more of light corn 
exports, but there may be some revival of them in December, 
due to shipments from the more southern corn districts. 
There were a few days ago some arrivalsof Kansas corn at 
St. Joseph, and a few car-loads have been sent to Chicago 
from Kentucky, whence the movement is usually south- 
ward and not northward. 





DETENTION OF FREIGHT CARS ON FOREIGN ROADS may 
be a necessary evil, but it is nevertheless one which is not 
prevented by its necessity from assuming large proportions. 
Recently an average for cars sent to New England roads 
alone showed a loss to one large road of the time of 1,000 
cars for one month, or in other words, the loss of a thousand 
round-trip car-loads of freight carriage between the seaboard 
and the West. The period in which the loss took place was a 
brief one; what the tally of a year would show we are un 
able to say. New England roads have no doubt improved 
in their return of foreign cars since the establishment of the 
Clearing House. As this institution, however, has no power 
but to give information, its work mnst be slow; and it is 
rendered slower by the laws of some New England states, 
which aJlow of no pressure upon the cc nsignee of the freight. 
In other states the law is seldom taken advantage of—at 
least by the larger companies—but it serves as that gentle | 
reminder which makes the speedy unloading of freight a 
matter of sel f-interest on the part of the consignee. 








LAKE NAVIGATION closed yesterday (Nov. 30), so far as 
grain shipments from the upper to the lower lakes are con- 
cerned, as no insurance is given later. Shipments have been 
very light for a week past, and those nearly all by the propel- 
lers which run in connection with the trunk lines and give a 
through lake and rail rate tothe seaboard. What shipments 
were consigned no further than Buffalo seem to have been 
taken at 2 cents a bushel, or a cent less than the week be- 
fore, and nearly the lowest rate of the year, which is un- 
usual, the closing rate often being high. There were the 
usual motives to ship freely, it would appear, as notice had 
been given of an advance of 20 per cent. in the rail rate 
Dec. 1, and the rail shipments were very large. 

Ocean rates have remained strong and advanced, 7d. being 
paid last Tuesday for grain by steam from New York to 
Liverpool. 








Tux CuicaGo LuMBER TRAFFIC is not now so heavy as it 
was expected to be, but after all it is larger than ever before 
at thisseason. For the year down to Nov. 23., the receipts 
had been 1,969,459 thousand feet, which is an increase of 
178,745 thousand, or nearly 10 per cent., over last year's 
unexampled receipts. The shipments and city consumption 
down to the end of October were 1,664,629 thousand feet, 
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which is 122,011 thousand (71¢ per cent.) more than lsst 
year. The stocksat Chicago are a fifth larger than last 
year, but the demand, it is thought, will be sufficient to take 
it all by the time lake receipts begin in the spring. 


Mailroad Mews. 





@eneral 


MEETINGS AND ANNOUNCEMENTS. 


Meetings. 

Meetings will be held as follows: 

Richmond & Danville, annual meeting, at the office in 
Richmond, Va., Dec. 13, 

Richmond _& West Point Terminal, adjourned annual 
meeting, in Richmond, Va., Dec. 11, at 1 p. m. 
oe é Lincoln, annual meeting, in Waldoboro, Me., 

ec. 6. 

Iaternational & Great Northern, special mecting, in Pales- 
tine, Tex., Dec. 19, to authorize the execution of a contract 
with the Galveston, Houston & Henderson Company. 

Boston & Maine, annual meeting, in the City Hall at 
Lawrence, Mass., Dec. 13, at 10.30 a. 

New York & New England, annual meeting, at the office 
in Boston, Dec. 5, at 11 a. m. 

New York, Providence & Boston, annual meeting, at the 
office in Providence, R. I., Dec. 13, at 10 a. m. 


Dividends. 

Dividends have been declared as follows: 

Delaware & Hudson Canal, 134 per cent., quarterly, pay- 
able Dec. 11. Transfer books closed Nov. 25. 

Norfolk d& Western, 1 per cent., quarterly, on the pre- 
ferred stock, payable Dec. 15. 

Northern (New Hampshire), 3 per cent., semi-annual, pay- 
— Dee. 1. “ ‘ - 

‘oston & any, 2 per cent., quarter ayable Dec. 

30. Transfer Soube lew | Nov. 29. . aaa 

Chicago, Burlington & Quincy, 2 per cent., quarterly, 
payable Dec. 15. Transfer books close Nov. 28. 

Chicago & Northwestern, 2 per cent., quarterly, on the 
preferred stock, and 3!3 per cent., semi-annual, on the com- 
mou stock, both payable Dec. 27. Transfer books close 








Dec. 6. 

St. Paul & Duluth, 344 per cent., semi-annual, on the pre- 
ferred stock, payable Jan. 1. Transfer books close Nov. 
29. 

Foreclosure Sales. 

The Dorchester & Delaware road was offered at public 
sale in Cambridge, Md., Nov. 28, but only one bid was re- 
ceived, for $22,000, and the sale was adjourned. The road 
=— from Cambridge, Md., to the Delaware line, 28 
miles. 


Railroad Telegraph Superintendents’ Association. 
A meeting was held in Chicago, Nov. 20, at which some 25 
gentlemen were present, and it was decided to form an asso- 
ciation under the above name. The object of the associa- 
tion is the discussion of subjects connected with the tele- 
raph service on railroads, and also electric railroad signals. 
uperiutendents of telegraph, chief train dispatchers and 
chief operators will be eligible to membership. 

The Association was ful y organized and officers elected. 
It was decided to hold the annual meeting on the third 
Wednesday in May, 1883, 

The Secretary of the Association is Mr. C. S. Jones, Iil- 
inois Central Railroad, Chicago. 





ELECTIONS AND APPOINTMENTS. 





Anglesea.—This company has been organized by the elec- 
tion of the following directors: John J. Burleigh, Josiah S. 
Hackett, George W. Reed, John T. Ryon. Frederick E. 
Swope, Marmaduke B. Taylor, Ebenezer Westcott. The 
board elected Frederick E. Swope President ; George W- 
Reed, Secretary and Treasurer ; Ebenezer Westcott, Super- 
intendent ; Marmaduke B. Taylor, Solicitor. Office in 
Camden, N. J. 


Chicago & Atlantic.—At a meeting of the board held in 
New York, Nov. 25, the following members of the direc- 
tory resigned: Lester T. Hunt, Samuel S. Terry, Joseph W. 
Purviance, John T. McPherson, and E. E. Willis. The fol- 
lowing were elected in their places: Hugh J. Jewett, Presi- 
dent of the New York, Lake Erie & Western: J. H. Adams, 
President of the New York, Pennsylvania & Ohio; C. C. 
Waite, Vice-President of the Cincinnati, Hamilton & Dayton; 
T. A. Lewis, of Indianapolis, and James R. Townsend, of 
Lima, O. Mr. Jewett was elected President, and Samuel B. 
Smith, Vice-President. The members of the old directory 
who remain in the new organization are S. B. Smith, O. W. 
Child, New York; Thomas Espy, Kenton, O.; George J. 
Bippus, Huntington, Ind. 


East Broad Top.—Mr. A. W. Greenwood has been ap- 
— Master Mechanic in place of G. A. Haggarty, re- 
signed. 


IWincis Central.—It is announced that from Jan. 1 next 
the authority of the general officers will be extended over the 
leased Chicago, St. Louis & New Orleans road. 

The following changes and appointments will take effect 
Jan. 1 next: James C. Clarke, First Vice-President and 
Chairman of the Executive Committee; Stuyvesant Fish, 
Second Vice-President; John Dunn, Assistant to the Presi- 
dent; W. J. Mauriac, Assistant Secretary; S. B. McCon- 
nico, General Agent at New Orleans; R. S. Charles, Local 
Treasurer, New Orleans; H. L. Shute, Freight Agent of the 
lines in Iowa. 


Kansas City, Springfield & Memphis.—Mr. J. H. Sullivan 
bas been appointed Superintendent of the Arkansas Di- 
vision. 

Mobile & Ohio.—The debenture holders met in New York, 
Nov. 25, and selected the following directors, who will be 
formally elected at the annual meeting by the trustees, who 
hold all the stock: W. Butler Duncan, C. H. Clark, A. Iselin, 
Jr., Jacob Hayes, J. H. Fay, W. H. Hays, A. L. Rivers, M. 
Waring, H. Hall, W. H. Pratt, August Belmont, Jr., E. L. 
Russell, J. P. McMahon. 


New York, Lake Erie & Western.—At the annual meeting, 
Nov. 28, the following directors were chosen: Theron R. 
Butler, Charles Dana, Thomas Dickson, Harrison Durkee, 
R. Suydam Grant, = J. Jewett, John Taylor Johnston, 
Edwin D. Morgan, William L. Strong, Jacob H. Schiff, 
James J. Goodwin, John Frederick Pierson, New York; 
F. N. Drake, Corning, N. Y.; Solomon S. Guthrie, Buffalo, 
ms Bek Cortlandt Parker, Newark, N. J.; Homer Ramsdell, 
Newburg, N. Y.; J. Lowber Welsh, Philadelphia. The 
board is the same as that of last vear, with the addition of 
Messrs. Goodwin and Pierson, who were chosen to fill vacan- 
cies existing. 

Norfolk & Western.—Mr. James P. Scott, of Philadelphia, 
has been chosen a director in place of C. C. Baldwin, re- 


signed. 





Ohio & Mississippi.—General Master Mechanic J. H. 
Setchel has issued the following circular : 

‘‘Having assumed charge of the Machinery Department 
of this company, the following circular is issued for the in- 
formation of all concerned. 

“The headquarters of the department is established at 
Vincennes, aud all communications for the General Master 
Mechanic should be addressed to him at this point. 

‘All officers and employés in good standing are hereby 
reappointed and no changes will be made except for good 
cause, 

‘‘All vacancies will, as far as possible, be filled by promo- 
tions, and to this end none but the very best men must be 
employed in any capacity. 

“‘Men who abstain entirely from the use of liquors will be 
given the preference, and employés who indulge in intoxi- 
cating drink while on duty will be promptly dismissed 
from the service of the company. 

‘Division master mechanics will employ and regulate the 
wages of all employés except engineers and firemen, but the 
compensation of an employé must not be increased without 
permission from this office. 

“Engineers and firemen will be employed under the spe- 
cial direction of the General Master Mechanic, but will be 
under the control of the division master mechanics. 

‘Division foremen will be under the control of and report 
to the master mechanics of their respective divisions.” 


Old Colony.—At the annual meeting in Boston, Nov. 28, 
the following directors were chosen: Charles F. Choate, F. L. 
Ames, Thomas J. Borden, John 8. Brayton, Samuel C. Cobb, 
Uriel Crocker, Samuel L. Crocker, Francis B. Hayes, George 
Marston, Wm. J. Rotch, John J. Russell, Royal W. Turner, 
Elisha W. Willard. 


Petersburg.—At the annual meeting in Petersburg, Va., 
Nov. 21, the following were chosen: President, E. T. D 
Myers ; directors, Joseph Bryan, James H. Dooley, T. M. 
Logan, W. H. Palmer, Frederick R. Scott. There is no 
change from last year. 


Pittsburgh & Castle Shannon.--Mr, M. D, Hayes has been 
chosen a director in place of James McMasters, deceased. 


Railway Telegraph Superintendents’ Association.—The 
officers of this new association are: President, W. K. Mor- 
ley, Chicago & Alton; Vice President, Wm. Kline, Lake 
Shore & Michigan Southern; Secretary and Treasurer, C. 
S. Jones, Illinois Central. 


Richmond & Petersburg.—At the annual meeting in Rich- 
mond, Va., Nov. 28, the following were chosen: President, 
Frederick R, Scott; directors, R. R, Bridges, H. K. Ellyson, 
B, W. Haxall, D. W. Lassiter, W. F. Walters. 


St. Louis, Ft. Scott & Wichita.—Mr. J. W. Miller is 
appointed Superintendent in place of J. D. Hill, resigned. 


Sauk Centre Southern.—The directors of this new com- 
pany are: Alexander Moore, Henry Keller, G, M. Bennett, 
J. V. Brower, W. R. Gillis. Office at Sauk Centre, Minn. 


Union Pacific.—The President has appointed Mr. Colgate 
Hoyt, of New York, a government director in place of 
George S. Spencer, removed. Mr. Hoyt is a member of the 
firm of James B. Colgate & Co.. bankers, 


Valley. of Ohio.—Mr. J. E. Turk, for some time past 
Acting Superintendent, has been appointed General Super- 
intendent, with office in Cleveland. 


Wabash, St. Louis & Pacifie—Mr. K. H. Wade is ap- 
pointed Superintendent of Transportation, with office in St. 
Louis. He was formerly on the Wabash road, but has been 
for some time Superintendent of the Iowa Division of the 
Chicago, Burlington & Quincy. ‘ 





PERSONAL. 





—Mr. W. H. Glenny, for many years a prominent merchant 
of Buffalo, N. Y., died in that city Nov. 27, aged 64 years. 
He was a director of the Buffalo, New York & Philadelphia 
Company for many years. i 


—Mr. M. C. Wheeler, has resigned his position as Master 
Mechanic of the New Mexico Division of the Atchison, To- 
peka & Santa Fe, with office at Wallace. N. M. His ad- 
dress for the present will be at Marshalltown, Iowa. 


—John Tobln, once President of the Hudson River Rail- 
road Company anda very wealthy man, was arrested in 
New York the other day for drunkenness, and disorderly 
conduct. Mr. Tobin was at one time largely interested in 
railroads, but took no active part in their management. He 
Was a speculator only, and when his plans ended in failure, 
he took to drinking and sank rapidly. 


—Mr. Frederick de Funiak will soon go to Europe for a 
short pleasure trip. Mr. de Funiak gives his reasons for re- 
signiog his position as General Manager of the Louisville & 
Nashville as follows: 

““My reasons are of a purely private nature. I have been 
contemplating this action for some months, as I have been 
needing rest and recreation, but Ido not suppose that the 
New York management had any inkling that I was going 
to resign just at this time until my resignation was received. 
I would have left sooner, but preferred not to resign when 
my departure might cause some inconvenience to the other 
officers of the road by throwing the business of the depart- 
ment of which I have charge into temporary covfusion. The 
present seems a favorable opportunity to resign. and I have 
done so. * * * The principal reason for leaving my 
present position is, however, in order to devote my attention 
more fully to the affairs of the new Pensacola & Atlantic 
road, now building, of which I am President and a large 
stockholder. I wish it particularly emphasized that I have 
had no trouble with the management of the Louisville & 
Nashville road, and bear no ill-will toward any of them, 
nor am I dissatisfied with the condition of the company. I 
shall leave with the best wishes for the success of the com- 
pany, and with the highest personal regard for its officers.” 





TRAFFIC AND EARNINGS. 
Coal Movement, 


Coal tonnages for the week ending Nov. 18 
follows : 





are reported a 


1882. 1881. Inc. or Dec. P.c. 
Anthracite........ ............ 704,394 650,285 I. 54,109 83 
Semi-bituminous................ 132,417 114,100 I. 18,317 16.1 
Bituminous, Penna............. 71,977 62.660 I 9317 14.9 
. . -egr ges. Kaa 67,127 47,576 I. 19,551 41.1 


The question of rates from the Clearfield Region to tide- 
water has not vet been fully settled. A conference was held 
last week, at which it is understood that some of the large 
operators agreed to accept the rates offered by the Penn- 
F big iny Railroad Company, while others refused and claim 
that the yee og J is bound to carry out the special contracts 
which it lately set aside. 

The coal tonnage of the Pennsylvania Railroad for the 
week ending Nov. 18, was: Coal, 179,077 ; coke, 67,127}; 
total, 246,204 tons. The coke tonnage is the largest ever 





reported in one week. 

18 was 9,739,505 tons. 
The coal tonnage of the Philadelphia & Reading road, as 

reported by the Receivers, was as follows for October and 


The total tonnage this year to Nov. 


the eleven months for the fiscal year from Dec. to 
Oct, 31: 
—-October.—. —Eleven months.— 
1882. 1881. 1882. 1881. 
Tons carried on road.. 886,802 $812,499 7,565,397 7,246,375 
Tons mined from lands 
of Coal & Iron Co.... 594,597 567,143 5,024,450 4,853,183 


For the eleven months the increase in tons carried was 
319,022, or 4.4 per cent. ; in tons mined, 171,267, or 3.5 per 
cent. The tons mined include the coal output by the Coal 
& gy Company itself and the tenants operating on its 
ands, 


Coal shipments over the Columbia & Puget Sound road 
and by sea from Seattle, Wash. Ter., in October were 11,966 
tons, all to San Francisco. 

The coal tonnage of the Chesapeake & Ohio Railroad for 
the ten months ending Oct. 31 was: 





1882. 1881. Increase P.c. 

Coal .............2.-2.0... 714,186 590,163 124,093 21.0 
“ER aaa ea 76,135 61.185 15,000 24.6 
Se oe 790,321 651,298 139,023 21.4 


The October tonnage was 83,363 tons, of which 14,580 
tons went to Newport News and 10,598 tons to Richmond 
for shipment by water. 

Railroad Earnings. 

Earnings for various periods are reported as follows: 

Ten Months Ending Oct. 31.: 
1882. 


2. 1881. Inc. or Dec. P.ce. 

Buff., Pits. & West. $741,080 $559,365 I. $181,315 32.2 
Net earnings..... 382,445 201,713 I. 180,732 89.6 
Norfolk & Western 1,943,747 1,832,595 1, 111,152 6.1 
Net earnings..... 377,621 888,133 D. 10,512 1.2 
Northern Central... 4,971,502 4,479,916 I. 491,586 10.9 
Net earnings..... 1,946,938 1,327,807 I. T. 


619,131 
West Jersey....... (laa ve sks 
Net earnings... ... 
Month of October: 


967,649 
428,837 








Norfolk & Western $246,530 I. 5, oO 
Net earnings..... 147,994 I. Be 1 
Northern Central. . 449,663 L. 10,56 3 
Net earnings..... 79,341 IL 26,77: 6 
Utah Central...... 137,650 D. 4,715 3.4 
Net earnings..... 93,033 D. 10,499 115 
West Jersey....... acon oun wae eign ie smes 
Net earnings..... 28,063 26,529 I. 1,507 5.7 
Second week in November : 
Chi & Grand Trunk $58,481 $34,769 I. $23,712 65.5 
Grand Trunk...... 365,440 312,965 I. 52,475 16.9 
Ind.,Bloom. & West 59,534 49,265 I. 10,269 20.9 
Third week in November ; 
Chi., Mil. & St. P.. $476,000 $359,914 I. $116,086 32.2 
Chic. & N. W...... 449,100 427,650 I 21,500 5.0 
Denver & R. G..... 115,200 127,804 D 12,604 9.4 
Hann. & St. Jo.... 66,061 44,905 I. 21,156 47.0 
St. P. & Duluth.... 27,376 18,065 I. 9,311 51.7 
Petroleum. 


The production of the Pennsylvania and New York oi 
regions in October is reported as follows by Stowell’s Petro- 


leum Reporter, the standard authority of the trade, in bar- 
rels of 42 gallons : 

1882. 1881. Inc. or Dec. P.c. 
Production. ..........0. 2,297.658 2,323,171 25,513 1.1 
Shipments.... ..... . 2,089,428 2,080,467 I. 8,961 0.4 
Stock, Oct. 31.... .....32,608,533 25,309,361 I. 7,299,172 28.8 
No. of producing wells. 19,000 17,799 I. 1,201 6.7 


The production for the month is the smallest reported 
since September, 1881, and was exceeded in seven months 
of last year and in every month of this year. The new 
Allegheny District in New York produced 21.6 per cent. of 
the total ; the Bradford District, 54.0 per cent.; the Middle 
districts, 12.4, and the Southern districts 12.0 per cent. 

The shipments have been exceeded only in two months 9! 
the present year and in but two months of last year. 

The stock reported is all in the pipe lines, and is the 
heaviest ever reported. 

The number of producing wells is reduced 600 from Sep- 
tember, partly by a careful revision of the list. There were 


117 new wells completed in October and 184 are in pro- 
gress. : 
Shipments of crude oil are reported as follows: 
Barrels. P.c of 

DME so ceo wha sdcucteeb seg £5 Ere Res 872,332 41.8 
III a6: sone hueeeescanwaeasheeee 160,635 7.7 
EN 6 4. c0ip'.cis. eee adic bi thegone ney seus-es 36,642 1.7 
SNE SAG USK. loan kieinaca eerie Cee emia 546,038 26.1 
Ene ey Oren oe mT ee 101,602 4.9 
PE III 5.0500 cc ok ne neun tan ssesdi te sea 183,789 &.8 
Refined at Creek refineries........ ....... .. 188,390 9.0 

ROOM cian <.2% ++. 2,089,428 100.9 


Shipments of oil refined at Creek refineries (reduce1 to its 
equivalent in crude) were: To New York, 98,624; Philadel- 
phia, 1,038; Baltimore, 1,030; Boston, 57,697; local points, 
30,001; total, 188,390 barrels. 

Of the total shipments reported, including refined,732,1 
barrels, or 35.5 per cent. were by rail, and 1,848,2 
barrels, or 64.5 per cent, by pipe line. 

The exports of refined and crude oil from the United 
States for the ten months ending Oct. 31, were 421,224,272 
gallons, against 410,032,162 gallons in the corresponding 
period last year, an increase of 11,192,110 gallons, or 2.7 
per cent. 


52 
76 


Grain Movement. 

For the week ending Nov. 18 receipts and shipments of grain 
of all kinds at the eight reporting Northwestern markets and 
receipts at the seven Atlantic ports have been, in bushels, 
for the past eight years °, 

—-Northwestern shipments.— 


Northwestern P..&, Atlantic 
Year. receipts. Total. By rail. byrail. receipts. 
1874......°?,222,849 1,042,633 278,362 26.7 3,977,044 
1875......3,276,429 2,376,015 876,901 36.9 4.057, 145 
1876......2,855,645 2.679,746 1,272,753 47.5 4,329,868 
1877......3,624,676 2,717,945 461,569 17.0 5,789,879 
pty ae 4,210,803 2,782,672 689,159 24.8 5,649,859 
1879......3,540, 174 3,476,939 594,979 Fy fe | 5.850,402 
1880......5,226,585 4,928,795 2,287,205 46.4 6,991,471 
1881......3,223,458 2,845,736 2,008,138 70.6 3,990,804 
1882......4,552,743 3,826,950 2,106,624 55.1 4,093,612 


The receipts of the Northwestern markets for the week 
were larger than in the corresponding week of any previous 
year except 1880, and 40 per cent. more than last year. 
They were 482,000 bushels less than the week before and 
the smallest since Aug. 12. Thisis not remarkable, how- 
ever, as there is alwaysa falling off at this season, when 
lake navigation is about closing, and this year the decrease 
from October is less than usual. 

The shipments of these markets were also larger than in 
any corresponding week except in 1880 nearly a million 
bushels larger than last year; they where also larger than the 
week before, and with one exception the largest for five 
weeks. The rail shipments were larger than last year even 
where the rate was but half as high, and the earnings from 
these shipments must have been about at the rate of $1,000 
this year to every $477 last year. The shipments down the 
Mississippi were 80,633 bushels, or 21 per cent. of the whole 
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The Atlantic receipts of the week were but a trifle larger this 
year than last and were smaller than in the corresponding 
week of any preceding year since 1875. 

Atall times of late years, it should be remembered, flour 
receipts and shipments have been much larger than in any 
previous year. 

Of the Northwestern receipts, for the week, Chicago had 
41.9, pe: cent., St. Louis 16.5, Peoria 11.3, Toledo 10.7. 
Milwaukee 9.5, Duluth 5.2, Detroit 4.6 and Cleveland 0.3 
per cent. The whole falling off of the week was less than 
the decrease of Chicago, which naturally feels most the 
closing of lake navigation. There is a = @ gain at Peoria, 
where their were large corn receipts, and Duluth appears 
as a receiver for the first time in five weeks. 

Of the Atlantic receipts New York bad 67.7 per cent., 
Baltimore 10.6, Boston 10.4, Philadelphia 7.1, Montreal 
3.3, New Orleans 1.8 and Portland 0.1 per cent. The New 
York receipts were the largest of this year, with the excep- 
tion of the last week in August and about 600,000 bushels 
more than the week before. At nearly all other places there 
was a decrease frem the previous week, and at New Orleans 
(where great fluctuations are common) the receipts were but 
trifling—about one-thirteenth of its receipts the week be- 
fore. 

The exports from these ports this week were 1,771,307 
bushels, of which 54.4 per cent. went from New York, 20 2 
from Montreal, 12.1 from Baltimore, 63 from Boston, 4.8 
from Philadelphia and 2.2 per cent. from New Orleans. 

For the week ending Nov. 22 the Atlantic exports were 
1,587,557 bushels of grain and 119,788 barrels of flour 
this year, against 2,143,163 bushels and 59,855 barrels last 

year and 4,112,718 bushels and 142,442 barrels in 1880. 

he exports this year are the largest for three weeks. 

For the week ending Nov. 25 receipts and shipmeuts at 
Chicago and Milwaukee were : 


-——Receipts.—— -— Shipments. 
1882. 1881 1882. 1881. 





Chicago......... 2,160,391 1,203.414 —«:1,988,681 906,523 
Milwaukee ..... 445,376 253,073 130,757 $2,261 
a ee 2,605,767 1,456,486 3,119,438 988,784 


The receipts were thus 79 per cent., and the shlpments 
131 per cent greater than last year. 

At Buffalo for the week ending Nov. 25 receipts and ship- 
ments were: 





———Receipts.-—-—, -——Shipments. —-— 

1882 1881. 1882. 188). 
By rail...... . . 657,200 428,200 891 900 735,800 
By water........ 283,500 479,800 1,660,370 126,775 
en 940,700 908,000 2,252,270 862,575 


The lake recvipts were but trifling, falling off unusually 
early. The rail receipts were one half more than last year, 
in spite of rates twice as high. The rail shipments were a 
little larger than last year; the canul sbipments thirteen 
times as great. These are, substantially, the last canal ship- 
ments of the year. 

For the week ending Nov. 25 the receipts at four Eastern 
ports for three years have been : 


Bushels; New York. Boston. Phila. Baltimore. Total. 
1882....... 3,011,770 288,525 236,975 381,061 3,918,331 
1881.. .... 2,702,722 %45,455 204,420 367.534 3,629,131 
ROD <wnsank 3,693,205 424,660 490,800 1,223,576 5,852,24 
P. c. of total: 

BG .cbateaneews 77 7.3 6.0 9.7 100.0 
PL Aea-sebb 65% 74.5 9.8 5.6 10.1 100.0 
| Ea 63.3 7.3 8.4 21.1 100.0 


Philadelphia and Baltimore together had 15.7 per cent. 
of the whole this year, against 15.7 per cent. in 1881, 
and 29.5 per cent. in 1882. Of the New York receipts 
for the week 1,472,434 bushels (49 per cent.) arrived by rail 
this year, against 969,104 bushels (36 per cent.) last year. 

Corn last week was the chief grain received and shipped 
at Chicago and Buffalo and the chief rail receipts at _ 
York. The supply in the East is so nearly exhausted as to 
compel shipments at almost any price, and there hava 
already begun some shipments of new corn from the more 
southerly corn country, which may be expected to assume 
large proportions soon. 

Weekly — ——-Keceipts.————~ _ — Shipments.——-———, 
average. Wheat. Corn. Oats. Wheat. Corn. Oats. 

August....1,443,326 1,252,640 1.033,670 1,530,572 1,085,506 — 865,724 
Sept.......2,304,221 1,780,095 1,105,686 1,641,777 955,422 1,120.265 
Oct...... 1,687,573 908,289 836,211 1,280,573 58.603 686,226 











Nov. 7....1,688,618 1,025.569 835,082 912,923 1,441,993 828,710 
Nov. 14...1,849,662 1,121,382 763,912 973,684 1,208,687 716,224 
Nov. 21... 977,857 1,044834 655,829 725,017 790,194 469,223 
Nov. 28...1,170,890 1,723763 709,769 587,418 1,515,918 6 4,620 

The wheat receipts are larger than the week before, but 
smaller than before; the corn receipts were the largest 
since September, and indicate that new corn is coming for- 
ward to supply the local demand, as it can be used for feed- 
ing when it will not bear long storage or exportation. The 
wheat shipments were the smallest recorded since July: the 
corn shipments the largest. 


St. Louis Live Stock Apportiormment. 


The division of the Jive-stock traffic from St. Louis east 
has heretofore been made the same as that of other freight, 
namely, 12 per cent. of the whole went to the Ohio & Mis- 
sissippi and 22 per cent. each to the other four roads. The 
Vandalia Line complaining that it naturally received a 
much larger proportion than 22 per cent., investigation and 
argument were had, and Mr. Fink made a new apportion- 
ment, giving the Ohio & Mississippi 11 per cent., the Van- 
dalia Line 26 per cent., and the other three roads 21 per 
cent. each—that is 1 per cent. was taken from each of the 
other four roads and added to the Vandalia Line's share. 

From this award the Wabash and the Chicago & Alton 
roads have appealed to Mr. Adams, the Arbitrator. 

The Vandalia is the only line likely to carry to any extent 
to all the seaboard cities; but a considerable share of the St. 
Louis shipments go to Chicago before their destination is de- 
termined, and these of course can be carried only by the 
roads that have lines to Chicago. 


The Northwestern Railroad War. 


The past week has been chiefly occupied in negotiations 
for the settlement of the war which has been raging between 
the Northwestern roads, and has not been marked by any 
especial features on the ground, except that the Chicago, 
Milwuukee & St. Paul has carried the war southward and 
~ rates between Chicago and Rock Island to a nominal 

gure. 

Proposals for a settlement were made by President Keep, 
of the Chicago & Northwestern. The warring roads agreed 
to a conference in New York, and a proposition was made 
that rates be maintained by all parties for 30 days, pending 
negotiations for a settlement. 

Some ill-feeling had been caused ih the mean time by the 
publication of an old letter from President Porter, of the 
Chicago, St. Paul, Minneapolis & Omaha, in which he com- 
plained bitterly of the Milwaukee & St. Paul’s aggressive 
tendency. It is said, however, that the 30 days’ agreement 
would have been signed, had not news been received cf the 
St. Paul’s purchase of the Chippewa a & Superior 
road, which President Porter regarded as an incursion into 
territory specially belonging to his road (it lias always been 
unders however, that this line was to be a Milwaukee 

& St. Paul road), and he refused to make the t. 
Another meeting was held Nov. 28 at the Northwestern 


' 
office in New York, but it resulted in nothing, in conse- 
quence, the St. Paul people charged, of the refusal of the 
Omaha Company to consent to anything proposed. A con- 
ference was appointed in Chicago for Saturday, Dec. 2, 
nega pending which the two belligerents talk very war- 
ike. 

The Iowa Traffic Association met in Chicago, Nov. 28, 
but took no action on any matters relating to the North- 
western war. 


OLD AND NEW ROADS. 


Anglesea.—This company bas been organized to build a 
railroad from the West Jersey near Cape May Court House, 
N. J., southeast to Anglesea, on the Five Mile Beach, where 
a new summer resort is to be established. The road will be 
about six miles long. 








Brunswick & Albany.—A general meeting of the for- 
eign bondholders of the Brunswick & Albany Railway, of 
Georgia, was held last week in Frankfort, Germany. The 
bonds represented amounted to $993,000. An agreement in 
accordance with the recommendations of the committee and 
the New York counsel was approved. It was decided topay 
the coupons and coupon certificates of 1872 and 1872 at the 
rate of one mark (24 cents) each. This road is 172 miles 
long, and was foreclosed in 1873. It bas since been oper- 
ated for account of the bondholders. The present agree- 
ment is for a reorganization and the formation of a new 
company, which, it is stated, is to be controlled by the Ala- 
bama Great Southern or Erlanger syndicate. 


Buffalo, Pittsburgh & Western.—This company’s 
statement for the ten months ending Oct. 31 is as follows: 





Main line. Oil City & Chi. Total. 
I oo 55s sevesince $636,473 $104,607 $741,089 
TI aa 5s oa ask odin. cc ksd eda ebeebawesiens cocescen 358,635 
TRO WRI oie iioc ice snks dccksddevacebaesoeecce snd $382,445 


As compared with the corresponding period in 1881, there 
was an increase of $181,715, or 32.4 per cent., in earnings; 
an increase of $983, or 0.3 per cent., in expenses, and an 
increase of.$180,732, or 89.6 per cent., in net earnings. 


Canadian Pacific.—The stockholders have voted to 
increase the capital stock of the company from $15,000,000 
to $100,000,000, 

There is now every prospect that the contract made by 
Langdon, Sheppard & Co., of Milwaukee, to build 500 
miles of this road, will be completed in one year from the 
signing of the papers, which is pretty fast work. This con- 
tract ends at the Saskatchewan River, 635 miles from 
Winnipeg. 


Canada Southern.—The cut-cff from Essex Centre, 
Ont., to Windsor, opposite Detroit, is now all graded, and 
track is laid from Essex Centre 19 miies, leaving three 
miles to reach Windsor. Work is in progress on the ferry 
slips at Wiudsor. 

Itis stated that this company has let a contract to Clark, 
Reeves & Co.to build a new suspension bridge over the Niag- 
ara River, about a quarter of a mile above the old suspen- 
sion bridge. 1t will connect the road with the New York 
Central and the Rome, Watertown & Ogdensburg. 


Central Iowa.—This company has taken formal posses- 
sion of the Chicago, Burlington & Pacific line, which is 
nearly completed from Oskaloosa, Ia., to Brighton, and is to 
run to the Mississippi at Keithsburg. 


Central of New Jersey.—At a meeting of the directors, 
in New York last week, every member of the board was 
present except Mr. Franklin B. Gowen, who is now on his 
way from Europe. The meeting resulted in the appoint- 
ment of a committee to examine into the affairs of the com- 
pany and devise a plan for oy out of the hands of the 
receiver. Henry 3S. Little, the eiver, presented a state- 
ment of the company’s condition, which showed that if the 
recent addition to the plant had been capitalized, the com- 


of the members of the committee were not made public. 
Another meeting of the board will be held when the com- 
mittee is ready to report. 


CentralVermont.—The ——s notice is issued by the 
American Loan & Trust Company of Boston, under date of 


curity holders for the reorganization of the Vermont Central 
and the Vermont & Canada Railroads, and the settlement 
of all disputes among their security holders. The plan has 
been placed in our hands for execution, and the security 
holders of all classes are respectfully-invited to call and ex- 
amine the same and give their assent thereto, if it meets 
tbeir approval, within 30 days from date.” 


Chicago & Eastern Illinois.—Acting on the re- 
cent decision of the Supreme Court, the attorney for the 
Chicago, Danville & Vincennes bondholders on Nov. 23 
filed a petition in the United States Circuit Court in Chi- 
cago, asking that their case may be referred to a master to 
take proof, andthat the Court appoint a receiver for that 
part of the Chicago & Eastern Illinois road which was in- 
cluded in the Chicago, Danville & Vincennes property sold 
under the decree of foreclosure. 


Chicago, Milwaukee & St. Paul.—It is announced 
that this company has bought the Chippewa Valley & 
Superior road, and will issue $1,675,000 bonds in payment 
therefor. The road extends from Eau Claire, Wis., to 
Wabasha, and itsconstruction constituted one of those in- 
trusions into other company’s territory which is given as 
one of the reasons for the present war in the Northwest. 

It is said that this company will build two or three 
branches as feeders to the western end of the Iowa divisions. 
One will probably leave the main line at or near Manning, 
in Carroll County, and run to Sioux City. Another wi 
start off at Coon ids, thence through the east side of 
Audubon County to Atlantic, and eventually southwest. 


Delaware, Lackawanna & Western.—This com- 
any has ordered that commutation tickets on the Morris & 
| Division shall be sold hereafter at stations along the 


have heretofore been obliged to go to the New York office 
for their tickets. 

The company will also soon place on sale thousand-mile 
tickets for the use of families and members of one business 
house as well as for individuals. The rate is 2 cents per 
mnile. 


Denver & New Orleans.—The following’ circular has 
been addressed to stockholders of the Denver & New Or- 
leans Railway Construction Company: 

‘* The conditicen of the bond market having been such that 
it has been found im ible to negotiate the mortgage 
bonds of the Denver & New Orleans Railroad as soon as was 
expected, and the mg of the Construction Com- 
pany being now over $200,000, it is necessary to raise at 
once that amount of money to relieve the Construction Com- 
pany from em nt, and place it in such position that 
it can be carried along until the railroad bonds can be sold. 
All the assets of the Construction Company having been 
pledged to the Mercantile Trust Company in trust, as secu- 





Nov.25: ‘‘A plan has been agreed upon among the leading se- | 


line. This is a great accommodation to commuters, who |- 


rity to the holders of its 10 per cent. trust notes, there now 
remaios with the Trust Company, ready for issue, $200,000 
of these notes. The Coustruction Company has made an as- 
sessment upon its stockholders of 20 per cent. of the capital 
stock, for which these notes wil! be given. New York stock- 
holders are requested to call upon Messrs, Winslow, Lanier 
& Co., No. 26 Nassau street, the financial agents of the com 

pany, and sign the agreement for the purchase of these notes, 
Stockholders resident out of town are requested to sign the 
blank form of agreement and return to Messrs. Winslow, 
Lanier & Co” 


Denver & Rio Grande.—Track on the Utah Exten 
sion is now laid to Grand Junction, Col., 50 miles westward 
from the late terminus at Delta, and 425 miles from Denver. 
The new terminus is ouly 37 miles from the Utah line. 


Framingham & Lowell.—The ptition to the Massa- 
chusetts Railroad Commissioners for action relative to an 
alleged illegal issue of stock, on which several hearings have 
been given, and which the Commissioners have since been 
considering, has been withdrawn by the petitioner, the stock 
in question having been cancelled by the company with the 
consent of the holders. The petitioner in this matter was 
Mr. T. F. Nutter, a stockholder. The alleged illegal issue of 
stock grew out of the fact that Messrs. a A. Blood, 8. N. 
Aldrich and E. H. Hewins had presented claims to the 
amount of $133,000, $26,500 and $12,253 respectively for 
extraordinary services rendered the road. These claims 
were referred to a board of arbitrators, a majority of which 
reported in favor of issuing to the claimants in full settle- 
ment 700, 200 and 100 shares respectively, of the preferred 
stock of the road; while a minority report favored a settle- 
ment in cash of a much smaller amount. Subsequently the 
directors of the road cancelled that award and made another 
adjustment by issuing to Mr. Blood 482 shares; to Mr. Al- 
drich 154 shares, which were refused, and to Mr. Hewins 69 
shares. 


Genesee Valley.—Regular passenger and freight trains 
are now running over this road from Rochester, N. Y., to 
Hinsdale, the southern terminus, where connection is made 
with the Buffalo, New York & Philadelphia road. Through 
trains began to run Nov. 25. 


Jacksonville Sout heastern.—The track of this road is 
now laid to Walshville, Ill, seven miles southeast of the late 
terminus at Litchfield. Work is progressing on the extension 
towards Centralia. The company now proposes to build a 
branch to East St. Louis. 


Maniteba Railroad Charters.—The Dominion gov- 
ernment has disallowed and disapproved acts of the Mani- 
toba Legislature chartering the aa & Northwestern 
Company and the Manitoba Tramway Company and also an 
“act to encourage the building of railroads in Manitoba,” on 
the ground that they grant privileges which conflict with 
the government’s contract with the Canadian Pacific Com- 
pany. 

Massachusetts Central.—The Boston Traveller says: 
**The petition of the Massachusetts Central Railroad Com- 
pany to the Legislature, for authority to extend its line 
through the western portion of the state from Palmer to the 
state line, and which was filed at the State House yesterday, 
is the initiative step in an important project, the consum- 
mation of which is to be accomplished as speedily as possi- 
ble. The company has in view the construction of a line 
from Bondville (in Palmer) to the state line, and thence to 
Ancram, N. Y., securing from that point, over the Pough 
keepsie, Hartford & Boston Railroad an entrance to Pough 
keepsie and connections with the Erie and Pennsylvania 
systems. The proposed route is 197 miles, 82 of which, to 
Bondviille, is practically finished, the road-bed from Jeffer- 
son to that point being almost all ready for the rails. The 
cost of the entire road from Boston (courting, of course, the 
new road only required) will, it is estimated, be not far 
from $5,000,000, and with this sum a double track from 
Bondville to Ancram can be built. This project is the same 
that was agitated ten yeurs ago by prominent Boston 


pany would have no floating debt. The number and names | capitalists, but that at the time was given up because of the 


financial panic. Prominent New York parties are now in- 
terested in it, and intend to put it through if in any way 
possible. They anticipate considerable opposition from the 
existing lines, but are amply prepared to meet it. The line 
popens will be considerably shorter than the New York & 
New England, and wili have, besides, many advantages in 
the way of von A grades and excellent terminals. So far as 
the old Massachusetts Central line to Northampton is con- 
cerned, it is intended to finish this entirely independent of 
the new project, and other parties will furnish capital for 
the same upon a basis which will be made known to the 
security holders at an early date. Indeed, the directors 
have even now about decided upon a plan for adjusting 
matters, and this will be ready for the bond and stockholders, 
it is now positively known, within two weeks.” 


Memphis & Charleston.—At the special meeting last 
week the following statement was presented as to the can- 
celing of the lease to the East Tennessee, Virginia & Georgia 
Company . 

“Your Committee deemed it wise as a matter of com- 
promee to accept the proposition, and on Nov. 1, last, your 

Vice-President tendered the amount claimed by Messrs. 
Seney, Brice and Shethar, the committee, which they declined 
to receive at that time in view of the existing injunctions, 
and granted an extension of the option to allow the neces 
sary time for a dissolution of the injunctions. To enabl 
your Committee to provide the necessary funds to meet thes 
payments it advertised for subscriptions to the $5,312,735 
of common stock, as authorized, and at the rate of 12 cents 
on the dollar, from which will : 


Be realized the sum Of ..... .........005 2. sssscssccees $637,527 
From saie of $306,000 general mortgage bonds in the 

SURED F< sisevenicsasaecscsnviss ce esovecsoses sevcecce 367,200 

Ne Oe sid sep ath nsdicnstacadhinonsoses $1,004,727 


“The amount to be paid the East Tennessee, Virginia & 
Georgia Company will be: 


Vor cancellation Of 1enG0.......sccsces coccce cocce cose $400,000 
Floating debt, Sept. 22, 1GBB........ccccscccces sevcces 794,373 
RNINTG OE IIs 6. -5500be cwnd’ o Subsascasissrese.e yee 7,943 


Ws cn kthedenintics Atadiehebhieks abana nuenth $1,202,316 
‘* Leaving a balance to be provided for of $197,589. As 
the $172,000 of general mortgage bonds in the treasury, in 
addition to the $306,000, were authorized to be issued for a 
special purpose, they cannot be used in the settle- 
ment of this claim; and it is suggested that 
authority be given to issue a sufficient amount of mort- 
gage bonds to meet the deficiency. In making this 
report it is not intended to counene or recognize the amount 
of the floating debt, or the validity of the lease, but merely 
to consider them as a base of compromise. When the lease 
is canceled, and your property placed under the manage- 
ment of your board of directors, it will be without floating 
debt, and show only the following liabilities: 
Bonded debt.......... 
Preferred stock 
Common stock 








“Your board feel much encouraged at the future pros- 
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pects of your company in anticipation of the cancellation of 
the lease, and the early completion of the railroad from 
Memphis to Kansas City, which must add greatly to your 
revenues and insure a satisfactory dividend on the stock at 
an early day.” 

The stockholders passed resolutions authorizing a lease of 
the road to parties not named for the interest on the bonds 
and dividends on the stock to be 4 per cent. for seven years; 
5 per cent. for eight years and 6 per cent. for the remaining 
15 years of the lease. 

It is said that the lessee proposed is the Kansas City, 
Springfield & Memphis, the company which is extending the 
Kansas City, Ft. Scott & Gulf road to Memphis. 


Missouri Pacific.—The following is published by the 
New York World, as an official statement of the operations 
of this road (including the St. Louis, Iron Mountain & South- 
ern) for the ten months ending Oct. 31: 


CRIMI als Fe trclts Five cs oh arose os bees ceeseecae’ $12,476,623 
Working expenses (52.44 per cent)... ............0.000008 6,543,020 
had oo inte g.5:0 ain ain/ee'01s:440.00 6s sib'e.csunlee $5,933,603 
nak ake sal o6 60 s060ssninacanansccn 2,916,667 
FROG es ND a on ee aici sen cinnsegsccecses $3,016,936 


The net profit for November and December is estimated at 
$1,250,000, which would make a total for the year of 
$4,266,936, an amount equivalent to 14.22 per cent. upon 
the $30,000,000 stock. 


New York Central & Hudson River.—George Melius, 
the rear brakewtan of the passenger train which was 
wrecked at Spuyten Duyvil on tbe night of Jan. 13 last. 
was some time ago indicted for manslaughter, on the ground 
that the accident was at least partly due to his neglect in not 
going back at once with a signal when his train was stopped. 
He was tried last week in the Court of Oyer and Terminer 
in New York on this indictment, and the jury brought in a 
verdict of “‘ Not guilty.” 


New York & New England.—This company adver- 
tises for first-class freight conductors, engineers, firemen and 


brakemen, who are needed ‘‘on account of rapid growth of 
business.” Preference will be given to men from New Eng- 


land roads, who are used to a single-track line. 

The Hartford correspondent of the Springfield Republican 
says: “An amusing little side show in the general course of the 
affairs of the New York & New England road is creating con- 
siderable interest just now. As is frequently the case in Con- 
necticut railroad matters, Henry L. Goodwin, of East Hart- 
ford, isthe central figure inthis performance. Goodwin’s fin- 
gers itch for the account books of our great railroad compan- 
ies, and, at last, he is ina fair way to turn over all the accounts 
of the New England Company. He is a stockholder 
in the Connecticut Central, which the New England operates 
under lease. There is a clause in the lease that permits a 
committee of Connecticut Central stockholders, if duly em- 
powered: by vote, to examine the books of the New England 
road. The recent annual meeting of the Central road got 
together a rather sour crowd, since each had to pay fare to 
and from the meeting. Somebody, who was specially ag- 
grieved at this bit of expense, got up and moved a commit- 
tee on the New England road’s books. The meeting passed 
the vote and Goodwin was made Chairman of the commit- 
tee. He has, at last, caught his elephant, and now the ques- 
tion is as to what he will do with it, and what it will do with 
him. | Nobody charges any crooked accounting against the 
New England road and there is no specific niatter to be fol- 
lowed up, like the old conuadrums in the figures of the Con- 
solidated road, but the picture of Goodwin in command of a 
railroad company, calling for its books, and putting the 
whole concern into quarantine until he is prepared to give it 
a clean bill of health, presents him in such a triumphant 
attitude that people wonder, if he pushes hard enough, 
— he may not accomplish everything he under- 
takes. 


New York, New Haven & Hartford.—At a special 
meeting in New Haven, Conn., Nov. 25, the stockholders 
voted to approve the lease of the Boston & New York Air 
Line for 99 vears, from Aug. 1, 1882, the rental to be (as 
heretofore stated) interest on the debt and 4 per cent. on the 
preferred stock. Mr. Goodwin, of East Hartford, who is 
usually a prominent figure at this beg ag A meetings, 
made a speech against ratification, but the lease was ap- 
proved by a vote of 76,837 to 40 shares. 


New York, West Shore & Buffalo.—The excava- 
tion of the West Point tunnel was completed Nov. 24, and 
the brick arching was finished on the following day. This 
tunnel passes under the government grounds at West Point 
and is the longest and most difficult tuunel on the line. 

The Buffalo Express, of Nov. 27, says: ‘* The New York, 
West Shore & Buifalo road is now under contract from Wee- 
hawken to Lake Erie. Erie County has been the last por- 
tion of the line to place under contract, but on Saturday it 
was let to Peterson, Beckwith & Co., the well-known con- 
tracting firm of Little Falls. The contract extends from 
thls city to the Genesee County line, and in the vicinity of 
Clarence includes some very heavy work. We understand 
that work on the line in Erie County is to begin at once. 
With such unfavorable weather as the present, however, 
there is little likelibood of much being done here until 
spring. 


Norfolk & Western.—This company makes the fol- 
ety | statement for October and the ten months ending 
Oct. : 





October. Ten months. 
I het cCekseeksa atest ther eaescsee $272,318 $1,943,747 
TRON 66 05 cour baai pads ed cetenssscusass x 1,066, 126 
NN, oi gk she dces cavcecs, 45 . $152,630 $877,621 
Per cent. of expemses.. ............25.+: 43.9 54.9 


Expenses include estimated proportion of yearly taxes. 
For the ten months there was an increase of $111,152, or 6.1 
per cent., in expenses; an increase of $121,664, or 12.9 per 
cent., in expenses, and a decrease of $10,512, or 1.2 per 
cent., in net earnings. 


North Carolina Midland.—At the annual meeting in 
Winston, N. C., the stockholders voted to approve and ratify 
the contract with the Virginia Midland Company. Under 
this contract the road is to be completed from Danville, Va., 
to Mooresville, N.C., on the Atlantic, Tennessee & Ohio 
road, within three years, and the Virginia Midland is to 
lease and operate the road when completed, paying a fixed 
rental of $120,000 a year. The North Carolina Midland 
Company is to issue $2,000,000 first-mortgage bonds, the 

rincipal and interest of which will be guaranteed by the 
essee. 

The completion of the road will give the Richmond & 
Danville Company (which controls the Virginia Midland) a 
second line from Danville to Charlotte, parallel] to, but gene- 
rally some distance west of, its present line. The new road 
will run through a good country, and will probably have a 
very fair local business. 


Northern Pacific.—lt is stated that the Land Depart- 
ment has completed a sale of 3,000,000 acres from the land 
grant east of the Missouri River. The purchasers area 
syndicate of English capitalists, who are represented by 
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Lee, Higginson & Co., of Boston. The price is $4 per acre, 


shares of which will be retired by this transaction. 


_ Northern Central.—This company’s 
October and the ten months ending Oct. 31 is as follows: 


October. Ten months. 

ER ae ee ERA Se 550,224 $4,971.502 
WOPRING CROGHGOS 0... ics censuses seccsaie 286,286 2,745,919 
Extraordinary expemses................... 57,825 278,644 
TORRE CIO 5 sca s.c's. cance sans <aeae $344,111 $3,024,563 

TOR RN ic icicacisese. Stac-aee $206,113 $1,946,939 


cent, 


131, or 46.5 per cent., in net earnings. 


Richmond, on the north shore of Staten Island, across the 
island to Eltingville and Prince’s Bay. It will be about 10 
miles long, and will open up a section of the island which 
has a considerable farming population, but will be entirely 
new ground to outsiders. 

It is a singular fact that, although Staten Island is in 
large part a singularly beautiful and picturesque region, 
and can be reached in a half-hour’s sail from New York, the 
interior of the island is an unknown region to New Yorkers, 
who are, as arule, far more familiar with the Catskill Region 
or Lake Champlain than with this island which lies at their 
doors. With the exception of a narrow strip along ‘the 
north and east shores of the island, it is occupied entirely by 
farmers in the interior and fishermen along the south shore. 


Old Colony.—At the annual meeting, Nov. 28, the 
stockholders voted to authorize the issue of $500,000 new 
bonds or notes, the proceeds to be used in payment of float- 
ing debt and in making improvements on the road. 


Omaha & Southwestern.—This company has been or- 
ranized to build a railroad from the Kansas State line in 
Vashington County southwesterly to connect with the At- 

chison, Topeka & Santa Fe. The length of the road is 80 
miles; capital stock, $3,600,000, 


Oregon Railway and Navigation Co.—It is an- 
nounced that the dividend on Oregon Navigation stock will 
be increased to 10 per cent. per year after Nov. 1, and that a 
privilege to subscribe for new stock at par will be given. A 
circular has been sent to the stockholders asking for proxies, 
and calling their attention to the special meeting to be held 
at Portland, Oregon, on Dec. 9, for the purpose of increas- 
ing the capital stock of the company by a further issue of 
$6,000,000, The resolution which it is proposed to offer at 
the meeting will provide that the 60,000 additional shares 
be offered for subscription, at par, to stockholders of the 
company of record Dec. 19, 1882, and their assigns, in pro- 
portion to their respective holdings of stock. That all rights 
of subscription not availed of on Dec. 31, 1882, shall be dis- 
posed of as the board of directors shall direct. That said 
subscriptions shall be payable at the offices of the company 
where the same shall be severally made, on the following 
days and in the following amounts, namely: Jan. 6, 1883, 
20 per cent.; March 1, 1883, 20 per cent. ; May 1, 1883, 20 
per cent.; July 2, 1883, 20 per cent.; Sept. 1, 1883, 20 per 
cent. And that stock appertaining to said subscriptions be 
delivered on and after Sept. 1, 1883, upon payment of all 
the instalments thereon. 


Pennsylvania.—This company’s North & West Branch 
line was formally opened for business last week. It extends 
from Catawissa, Pa., to Wilkesbarre, 46 miles, connecting 
at Wilkesbarre with the Lehigh Valley road, and at Cata- 
wissa with the Philadelphia & Erie Division. It runs 
along the south side of the Susquehanna, parallel to the 
Bloomsburg Division of the Delaware, Lackawanna & West- 
ern, which is on the opposite side of the river. Its object 
apparently is to make a direct connection with the Lehigh 
Valley road for west-bound coal business. 


Pensacola & Atlantic.—Trains are now running from 
the Apalachicola River west to Marianna, Fla., 25 miles. 
Work is in progress on the bridge over the Apalachicola, 
but it can hardly be finished for two months yet. Mean- 
time, connection is made by ferry-boat. It is expected that 
the track will all be laid by the end of the year. 


Philadelphia & Reading.—This company has just 
completed a stone-arch bridge over Wissahickon Creek in 
Philadelphia. It is 492 ft. long, having five arches of 65 ft. 
span and four smaller arches, and is 80 ft. above the water. 
The bridge is 28 ft. 4in. wide. The improvement, of which 
this is a part, straightens the track, taking out an awkward 
curve by which the old bridge was approached. 


Pittsburgh, Chartiers & Youghiogheny.—This road 
is now completed from the Pittsburgh & Lake Erie road at 
Chartiers, Pa., south by east 18 miles to the mines of the 
Ctartiers Block Coal Company on Painter’s Run, Regular 
passenger trains have been put on. This is chiefly a coal 
road, and must not be confounded with the Pittsburgh, Mc- 
Keesport & Youghiogheny, which is the Vanderbilt line into 
the coke regions. 


Richmond & Allegheny.—Surveys have been made 
for a branch from Buchanan, Va., to the mines on the Ar- 
cadia ironestate. The road will be four miles long. 


Rochester & Pittsburgh.—Notice is given that this 
company will issue consolidated mortgage bonds bearing 6 
per cent. interest and having 40 years torun, in exchange 
for the present income bonds, at the rate of one $1,000 con- 
solidated bond for two $1,000 income bonds, provided hold- 
ers of three-fourths of the income bonds consent to the ex- 
change. It is also announced that the proposed issue of 
first-mortgage bonds on the Buffalo Division will not be 
made, the consolidated bonds being substituted. 


Sauk Centre Southern.--This company bas been or- 
ganized to build a railroad from Sauk Centre, Minn., south- 
ward to the Iowa line, about 160 miles. 


Sauk Centre Northern.—Track on this road is now 


laid for 26 miles northward from Sauk Centre, Minn., and 
grading is finished for 15 miles further. The road is con- 


trolled by the St. Paul, Minneapolis & Manitoba Company, 


and runs up into the hard-wood lumber region of Northern 


Minnesota. 


road will be completed acress Arkansas this year. 


less in box cars. 


the Arkansas and the Ouachita rivers. 





and payment will be made in preferred stock, 120,000 


statement for 








For October the increase in net earnings was 158.6 per 
For the ten months there was an increase of $491,- 
586, or 10.9 per cent., in gross earnings; a decrease of $127,- 
546, or 4.1 per cent., in expenses, and an increase of $619,- 


North & South Shore, of Staten Island.—Ground 
has been broken on this road, which is to run from Port 


Texas & St. Louis.—The St. Louis Republican says that 
the progress made is such as to leave little doubt = = 
nelud- 
ing the 26 miles of the Little River Valley & Arkansas 
road bought, there are 140 miles in operation on the north- 
ern end. The part in Missouri extends between New Madrid 
and Malden and receives one to three car-loads of cotton 
daily, 40 to 45 bales being taken on flatcars and a little 
The most difficult work remaining is the 
completion of the bridges over the St. Francis, the White, 
The bridge over the 
Arkansas will be the largest structure of the kind south of 
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St. Louis. The draw span, 850 ft. in length,will be entirely 
of iron, and the remaining spans will be combination resting 
on iron piers, which have been sunk 65 ft. below the river- 
bed. The total length of this bridge will be about 1,700 ft. 
It will be finished before the end of next month, according 
to the statement of the builders; and the bridges over the 
other rivers mentioned will also te in order at that time. 

The closing of the gap in Arkansas will give an un- 
broken or through line between Bird’s Point, opposite 
Cairo, Il., and Gatesville,Tex., via Waco, a distance of 752 
miles. 

The earnings of the Texas Division, which has been in 
operation about two years, are reported to have been $79,- 
494 from Oct. 1 to Nov. 14, and about $50,000 more than 
last year. In October 17,750 bales of cotton were carried, 
nearly all of which went to Galveston. 


Tionesta & Clarion.—It is stated that work will soon 
be begun on this road, which is to run from Eagle Rock, 
Pa., on the Buffalo, Pittsburgh & Western road, south by 
east to New Bethlehem in Clarion County, about 40 miles, 
The road will run through a heavily timbered region, and 
will reach some large coal deposits. 


Toledo & Milwaukee.—Work has been begun on this 
road near Marshall, Mich., and much of the right of way 
has been secured. 

The Marshall Statesman says : ‘‘ The contracts for the en- 
tire line have been let in tractsof 11 miles or thereabouts. 
Negotiations are in progress for the use of the Toledo & Ann 
Arbor road, running from Toledo to Dundee, which, if se- 
cured, will obviate building that part ; but if no bargain can 
be made a new road will be built. S. B. Wakefield, Monroe, 
Mich., has the first 11 miles west of Dundee, Mat Spellacy, 
Conneaut, O., the next 11 miles west, bringing it seven 
west of Tecumseh. A. F. Wilcox, Silver Creek, N. Y., next 


11 miles. Norton & Hoffman, Cleveland, O., the next 11 
miles, George T. Meily, Lima, O., the next 11 miles, Z. A. 


Hakes, Chicago, bas the next eight miies, beginning two 
miles west of Homer and running two miles east of Mar- 
shall. J. H. McLane, Coldwater, next 12 miles, beginuing 
two miles east of Marshall and running to Beadle Lake, 
From Beadle Lake the old grade of the Mansfield & Cold- 
water railroad will be used to Monteith. From Monteith to 
Allegan, the road now in operation has been purchased for 
$178,000. The timber contracts for bridges and culverts 
have been let in two contracts. Thomas A. Hamilton, of 
Toledo,* has from Monteith to Homer, and Decree & 
Eckerman have from Homer to Dundee.” 


Toledo & South Haven.—This road is now completed 
to Hartford, Mich., on the Chicago & West Michizan road 
eight miles west of the old terminus at Lawrence and 21 
miles from the eastern terminus at Lawton. 


Topeka, Salina & Western.—The Massachusetts Su- 
preme Court, in the suit brought by the Kansas City & East- 
ern Construction Company to restrain this company from 
making a contract with C. G. Patterson and others to build 
the road, has sustained a demurrer filed by the company 
and dismissed the suit. 


Union Pacific.—This company recently issued a circu- 
lar announcing that the Oregon Short Line was now open 
for business from Granger to American Falls, and ordering 
that all freight for Montana and Idaho, reached by the 
Utah and Northern, be shipped over that route. All freight 
going north of the crossing of the road, at McCammon 
Junction, will be transferred there from the broad gauge to 
the narrow gauge road. and all freight to Wood River will 
either go to American Falls or Blackfoot. Rates are to re- 
main the same as if going via Ogden. 

The distance from Granger, Wyoming, to Baker City, 
Oregon, by the Oregon. Short Line, will be 586 miles, if the 
present surveyed route is used. 


West Jersey.—The gross earnings of all the lines worked 
by this company,in October, were $83,163.95 ; expenses, 
$55, 100.47, leaving the net earnings 328,063.48. The net 
income of the lines of the West Jersey proper, after the pay- 
ment of all obligations for October, was $14,234.35, and the 
net income for ten months ending Oct. 31 was $191,688.83, 
being a gain, as compared with the corresponding period of 
last year, of $39,500. The net earnings of the West Jersey 
& Atlantic (which are paid to that company as rental) were 
$62,614.18, being an increase, as compared with the ten 
months of last year, of 36,900. 


Wabash, St. Louis & Pacific—A dispatch from 
Boston, Nov. 26, says: “It has been rumored for some time in 
financial circles here that a large amount of paper bearing the 
signatures of Jay Gould, Russell Sage, and Sidney Dillon is 
afloat on the market, and can be had at 6!¢ or 7 per cent. 
The President of one of the largest banks in this city says 
that a few days ago he was offered notes signed by Gould, 
Sage, and Dillon in denominations of $10,000 each at 61¢ 
per cent., with an intimation that he could have them at 7 
per cent. He declined to invest in the paper of the specula- 
tors, on the ground that if aman like Jay Gould wanted 
money his name was not a safe one to accept as security. A 
prominent note broker said that the whole issue had been 
taken by Blake Brothers & Co., No. 18 Wall street, New 
York, who have also a house in this city. Blake Brothers, 
he said, have disposed of the entire lot, mostly to people in 
this city. He could not say how large the issue was, but 
the notes were for $10,000 each, and the aggregate footed 
up a large amount. They were issued, a:cording to the 
broker’s information, to aid the Wabash, St. Louis & Pacific 
Company, which was in need of money and was unable to 
raise it. 5 and Dillon came 





In this emergency Gould, Sage, 
to the rescue, and secured the necessary money on their own 
notes, presumably taking security for the loan from tbe 
company.” 





THE SCRAP HEAP. 





Light Draught Steamer for Nicaragua. 

At a recent meeting of the Engineers’ Club of Philadel- 
phia, Mr. Chas. W. Pusey presented a paper upon the twin 
screw steamer ‘* Victoria.” On Tuesday, Nov. 7, this steamer 
sailed from Wilmington, Del., for Greytown, Nicaragua. 
This vessel is a light draught, twin screw steamer for service 
on Lake Nicaragua, and of a class that is attracting some 
attention frum those interested in the economical transpor- 
tation of freight on bays and rivers, where the draught of 
water is limited, and where the side wheel steamer is princi- 
pally used. ' 

Yhe hull is of iron and is 136 ft. 6 in. length over all, 26 ft. 
beam and 7 ft. deep above cross-floors. The model is the 
same as that of several sie whee] steamers buiit for service 
on rivers and bays in South America and Mexico. She has 
one fore and aft bulkhead in centre, and four athwartship, 
all made water tight. The compartment aft is fitted for 
water ballast to trim the vessel. The frame is of angle iron. 
The machinery consists of two compound engines with cylin- 
ders 12 in. and 21 in. diam. by 18 in. stroke, fitted with jet 
condensers. The engines are independent, each driving a 
propeller wheel 6 ft. diameter. She has two steel boilers of 
the locomotive type, fitted for burning wood and construct- 
ed for a working pressure of 100 lbs. per square inch. The 
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finished juin of water with 5 tons of coal in bunker, was NUMBER OF CARS ON THE ROAD, SEPT. 30. ’ 
4 ft. 6 in. aft, and 3 ft. 6in. forward. On trial trip with a Standard. Broad. Total. rOt abe poe bib te et rp ° < r= Fog Rail Com- 
First-class passenger................+++ SP “wise 250 le BO9, 25 of stock o e Erie wa im: 
draught of 5 ft. 4 in. aft and 2 ft. 10 in. forward, she made Se. hich bh =f 
cond-class and emigrant.............. me ox “70 | pany upon which assessments were paid, there has been 
a speed of 10 kuots per hour, with 119 revolutions per min- INNIS SoG SSG accsshnteasbane Me aks 3 | sued in exchange therefor to Sept. $0, 18se the stock of 
ute, 94 Ibs. pressure and 26 in. vacuum; total indicated | pay 20 Bia dans 2 | this company as follows, viz. : ; ; 
horse power 246. During the trial the ballast tank was Baggoge, express and mail... ......- 106 si... 106 
ee eo a ea re RE rere, eee > 39 | Common stock.............0eeeseeeeeee veee $76.587.600 
When she sailed for Greytown she had a cargo of 105 tons of Box trot inci chsesaupaynnescastansn ‘ 13,007 cose 2a87 Preferred stock..........2+++0+sseeseeeeees Leena 975.100 
coal, also merchandise and stoves amounting to about 20 tons | FOX STOCK... .....ssseeeeeeseseesererees tees a eee 
more, the draught of water being 6 ft. 3 in. aft and 5 ft, for- | Slat stock..........-...-++.++++-- + 116¢  .... 1,164 een honing ua enhanye: - . gesnseo 
ward. Under these conditions going down the bay, she made | wat” ete 1.132 1, 132 | Preferred stock................ ces ecceeee 169,225 
914 knots per hour, with 80 lbs. steam pressure and 108 | Gondola... 9.000 ae — 655,425 
revolutions per minute. Gondola dump. k <cctastiens ain ekacte pa ecn ane 6,362 —_ 6362 -—————— 
Tramps. ——_ Gee vette cone ceeccccvceres - 988 .... e oe Total. .....sccccceccccccccsescoscvccee © esrceeses $85,240,525 
PEEL 5 6000s's snes 0006910020800 2,103 voce 3 
Tramps are troubling the conductors on the railwa § | Coal—4-wheel §B.G., 396! _¢ whee} 74 198 272 —_ — amount of capital stock issued to Sept. 80, 1882, 
e iN. G., 1495 ne ad is as follows: 
leading vut of this city, by stealing rides. The other night eS ’ Be = 
were ditehed between Raleigh and Car aboose—8-wheel......... . cceececeeeee 50 oe Amount exchanged as above. ............ $84,575,100 
on one train six were di g Y- | Caboose—4-wheel.....-.-.... ........ 0. ae 184 | Common stock sold as per last report 
One of the conductors on the Raleigh & Augusta road found | Gravel............00000 0 fae » ... 40| ~ (5,000 shares) _ det 500,000 
that in an empty box car were no less than fifteen tramps, Derrick CS BBE ripe che vit y aes Oe: | RS ies ws Se? ier —— -—— $85,075,100 
all asleep and snoring loudly. He locked the door of the —  -———| Amount of assented stock not exchanged.............. 665,425 
car and when he reached Hamlet they begged to be allowed | Total.................ceseeee ceeeeee ene 29, 123 198 29,321 | Amount on hand subject to sale: 
to get out, saying they wished to go to Charlotte, that some} The line from Bradford to Johnsonburg, 30 miles (refer- | Common Stock............+++-e-+000 4,162 shares. | 790,375 
were sick and one had a fit. But their racket didn’t work, | red to elsewhere), was opened Oct. 1, pe coal trains are Preferred stock....... 2.24 .ss..00: 3,80134 i] 
their car was attached to the Wilmin a train, and they now running over it. $86,536,900 
were shipped as live stock, east instead of west.—Raleigh| Extensive improvements have been made atthecoaland}| (2 nernntnnc sens ’ ¢ 
NV. C.) News and Observer. oil docks and stock-yards at Weehawken. The statement of train mileage is as follows : 
The total expenditure on improvements of road and equip- ° . 
== ment during the year was 62,716,080 1, 3, 546.03 55 160400 j Fie 
ANNUAL REPORTS. The general balance sheet is as Sie, 8.569.938  D.542148 5.9 
LIABILITIES. 2, 857,670 D.106.0664 3.6 
The following is an index to the annual reportsof railroad is . is Increase. Decrease. 318,734 D. 33,499 ‘ 9.5 
eae = « F ommon stock....... ‘. ,087,600.00 $144,500.00 ........... 7. - (— 
companies which have been reviewed in previous numbers een ee. ce Sie $ fy Ll +4 ee Orbe Reape , een 15,905,282 15,292,397 D.612,885 3 
of the present volume of the Railroad Gazette: erage SR ae ‘ bag 4 3. 101. a 4 naenaanss The following is the general statement of traffic, with aver- 
Alabama Great Southern. reli Louisville ‘New Alb. & Chi... ” res Bills payable.......... 46, 500, 00.2... , «+++ $9,000.00 = “ boul aad bond: 
Alabama Minor Railroads...... cr & Lawrence .......340 | Interest due and ac- 2 ah x Description. 1881. 1882. Inc. or Dec. P.c, 
Allegheny Valley.............++- 264 M fassachusetts Minor R. Rs.....218] Crued....... ........ 1,157,874.55 48,343.85  .........5. No. of pass..... 6,144,158 8 784,195 I. 640,037 10 
Atchison, Topeka & S. F. & Charleston......... 498 or ~ wes stock, divi- Pass.-miles..... 200,483,790 25,130,883 I. 24,647,093 12 
Atlanta & West Point exican ae MUEL 66. daneveepanes = Seep ae 4,380.00 FO eer Tons gen. fr’t.. 5,567,973 5,790,506 I 222'593 4 
patmmore & Rasoves: es Oy RT Rentals of leased lines, = Tons coal....... . 5,018,850 6,104,672 I 585,822 10 
er price cl pi oy ir neadte ae Ei Commissioner 58 | oes Ge ‘ou our 841,051.16 ........ «2... 19,530.24 | Ton-mile gen.fr’t.1,409,861,618 1.,343,313,585 D. 66,548,033 4 
Bangor & Piscataquis Mississip 1 & Tennessee homens due on cur- Coal ton-miles.. 574,533,237 611,076,125 I. 36,542,888 6 
Boston & Albany........- i rent account: Totaltonsfr’t.. 11,086,823 11,895,238 I. 808,415 7 
Boston, Concord & Mont 345 M F ae -rolls for Sep- Total ton-miles. 1,984,394,855 1, 954, 289, 710 D. 30,005,145 1 
Boston & Lowell pata “3 M ay 498, 69: Mber.......06 684,825.66 .....-eeeeeee 24,505.86 | Averages: 
st . Providence........... Pp 2 tes, ie “ 4 
TaN estern 484 Nash., at Ben) & St. L.... 1622 Audited vouchers Tons freight per traia.... 218 298 I. 10 4 
Bur., Cedar Rapids & No 345 Natchez, Jackson & Cole. 2.01 judtes Miles hauled.............. 179 164 D. 1 8 
Cairo & St. Louis. New Haven & Derby........... 705 including Sep- “ Passengers per train..... 58 63 I. 5 8 
Camden & Atlantic.. ..403 New Haven & Northampton. ..100 tember vouchers —_1,652,440.92 104,361.73) .....2.20. - | Miles hauled.............. 33 33 
Sennen eS 369 New London Northern......... 34 Traffic — 
Canadian Governm't R'roads..126 N. Y., Lake Erie Fy badene se 95, ber oe oe ° 598,066.33 ....... ...... 46,014.06] The coal and other supplies transported for the company’s 
yoeeee — ona mer S24 Hartfo , | ‘seotgs 130,479.47 3,154.09 2... 6. eee own use amounted to 868, 710 tons, thus swelling the aggre- 
Central, of Georgia -. 661 ° tock 2 “ gate tonnage for the year 1882 to 12,763,948 tons. 
Central, of New cre N. Y:, Susquehanna & West... ~- 206 Pn A. _ am 791,224.00 .cecseeereeves 200.00 |” The earnings and expenses per train mile and per unit of 
Centra PACITIC..... cecceces 
Central Vermont...... ....-.. * Gas preferred stock...... 116,490.00 100.00 .... ..., | traffic were as follows: 
Charlotte, Col. & Augusta...... 23 Interest on assess- 1881. 1882. In. or Dec. P.c. 
Chesapeake & Ohio... ... 187, 1° ments, interest and Earnings per freight train mile ....$1.75 $1.71 D. $0.04 2.3 
Chesapeake & Ohio Canal. 420 profits on invest- Expenses“ “ “ ,.... 115 120 L 0 43 
Chicago & Aiton ’-."! ntra meats, exchange, ss Net earnings per“ “ 60 si D. 08 15 
Chicago, Bur. & Qui Oh > Mississippi. ‘6 Oe os 376,737.47 540.12 oe Earnings per passenger train mile.. 1.32 1.41 I 09 18 
ri Chie ago ‘ Haste rn tilings 698 Cato Si — ‘ a —— "i i ere 79 oe . cenvbseos pee 
Cc , Mil St. ul.175,286,206 Old COLONY ..........eeeee cence 0 COB- “ a EC NS Ba“ 2 . 
Chee ee tebatern 400,407 Oregon & California ee cea 4041 struct Net earnings per ” or On 
Chicago, R’ as I'd & Pacific..310, 420 pe Ry. & Nav. Co......426, 661 N Cts, Cts. Cts. 
Chicago, St. P.. Minn. & Om.190,278 Oregon & Trat sscontinental Co. 516 I ‘Eg & 
Chicago & We ‘st. Michigan 704 Pac fie Mail Steamship Co.. he Earns. per ton per mile, merchan- a 
Cin., Hamilton & Dayton PanaMa............00+00+ W.Coal Re 789 «4.722 D. 067 8.5 
Cin., Ind., St. L. & Chi., 3: 590 Pennsylvania Company & R.R. Earn. per ton per mile, py treight ere ) 808 D. 0037 45 
Cin? New Orleans & Tex. Pac.. 71 Pennsylvania & N. Y.. and Earn. | freight. . = .749 «3D. 056 4 
Cleve., Col., Cin. & Indianapo..245 Pennsylvania Raiiroad. oth 4 Expenses “ 526 D. .003 O06 
wleve. Tuscarawas Vy. & Wh..190 Pensacola & Atlantic . impro pe per to il an frei hi. = "303 D. 053 19. 
Columbia & Greenville...... 7,637 Pensacola & Perdido.........--. 324 te “$2, 236,666.66 Net earn. per ton per mile, all freig' 2 ‘oan 7 a 9.3 
Columbus, Hocking Vy. & Tol..222 Perkiomen ............cc005 eee rn ae o Earn. per passenger per mile. ...... 016 1.947 D. .069 3.4 
PN ESE LIES, 380 Petersburg.......cccccccccceccece 194 | Less E nses per ‘ se me, 372 1245 D. .127 9.8 
Conn. & Passumpsic Rivers ...590 Philadelphia & Reading masts: 7, 20 pended $1,612,537.48 Netearn. “ “ aes oad 738 L ws (6S 
Connecticut River......... -._70 Philadelphia, Wil. & Balt....... 22 ——_—_—. 624,129.18 624,120.18 . .......-. r 
Consolidation Coal Co. ttsburgh & Castle Shannon..142 | Profit and loss.... .... 6,470.377.76 671,821.50 .......0005 The earnings for _ year were as anes” : 
Cumberland Valley ttsburgh, Cincinnati & St. L..262 : Ms 188 1882 = Dee. P.c 
or manne ogee tare eee 96 Puttiand e Ondonabore::- 71 $B] Totals... ... ........$170,989,814.15 $5,408,102. 17 $99,250.16 | General freights..$11,126, ‘149.24 $9,702,755.44 D. roe 198.80 12.8 
Delaware, Lacka. & West...... 71 Portland & Rochester... a Lae $5,308, "852.0 ‘oal as. 37 4,939,372.04 I. $>,O45 ly 
Del., Lack. & W. Leased Lines.340 Providence & Worcester ....... 248 Accounts. ASSETS, Increase. "nid 346 42 '438,50L54 1. 4. 
De laware b, ampere. eeeeeee Wi'stt Queen At 5 ri oy og Lan hy Co.. ae Caan — main 4, 041 207, 4 ~ 4, ane ory 78 
) & wrande....... ® ueen nne’s Ee, a ae 2 58 5 q 4 7 “an . 
De 3 Moine 8 &F . Dodge wossce - 101 fi Fred. & Potomac -+-216 Third rail—general CATER =U, 001.07 44,406.06 53,254.58 I 9. 
Detroit, Grand Haven & Mil....408 Rochest = P 002 ge <x... ..... 217,036.70 $1,861.50 | Cee cilanes # gee 86 Le aH } . 
areas Saree aerseee 24 | Equipment.......... 1,184,441,59 418,379.75 ........2200- ee 
E 483 | Real estate........ 444,306.64 56,018.27 .......00000. ee $20,715,605.18 $19,975,773.81 D. $730.831 31.87 87 86 
ment reas, "Va. & Georsia. 2 st. v& 516 | Amounts expended Expenses.......... 13,256,230.06 13,088,093.74 D. 168,136.42 1.3 
die... ee L.. Alton & Terre Bante, 560 Sone ae Net earnings... $7,459,875.12  $0,887,080.07 D. $671,605.05 7.7 
Galveston, Har. & San Arit'..406 St.Paul & Duluth. ---2i7| Third rail....... 1,207,429.20 .......-3 ease seetatsees es Per cent. of exps. 64 654 I. WS aba 
Ge ceseteststsetsececeeeeseeee340 St. Paul, Minn. & Manitoba... .564 econd track.... 1,067,141.14 B7BO o.. caeeeoese ; . . 
Grand ‘Rapids & indiana. "824 Sandy River.............0.-06.00 Third track... . IMIR AEA cons orees ckenceckorsebn Of the receipts from sources outside of the operations of 
Grand Trunk......... .222 Savannah, Florida & West...... Grading......... SO Rr ae ee the road ($780,655.02 in all) the chief items are: Pavonia 
Gulf, Col & Santa Fe ; nen Real estate... . 14,716.00 8,589.00 ....... ..... | Ferry, $281,151.35; interest on securities, $238,593.46. 
sul, COL. & Santa re...........-085 SOUTN UA@POMNa, ...6 wee neeeee , 9975 « <4 « 
Hannibal & St. Joseph. South Carolina Minor R’rds Improvement a 2,250.00 see eeee erence ceeeeeeseeees The expenses of the Pavonia Ferry were $245,107.72, the 
Han. J’n., Hanover & Gettysbre. Se Southern Pacific ............+...450 Battal 141,504.60 net earnings being $36,043.63. 
seeLVO SUBSOX  coseesesenssee- ceesere ’ . Coe tee een eee see eeeeeeeeee = 9 
ousatOale Wiest Hass “1ee Gere assis’ indlamigells’ |  Ragine-bouse ak The statement of income given in the President’s report is 
Houston'é Texas Central......128 Terre Haute & Logansport... 4X4 peorgen shes I ee Smee seg Ss = as follows : 
ting, x B’ Texas & Pacific. ...........00000 5 Dqui Bis ins SR o csicciwelscne. Gaotavesssrese s 
Illinois Centra theme 96, 125 Troy & Greenfield.. - Eleeteent But- oo Net earnings from traffic . .......... ti teeeeeeees $6,887,680.07 
Indiana, Bloom. & West .402 Union Pacific.... .. -L75 falo 203,973.16 Earnings from other sources..........-..+++-+++00. 780,655.02 
Indianapolis & St. Loui .340 United New Jerse on ..449 Sh ex et nite Weyer Seieceesesesry. y Essiee oe 
lowa Minor Railroads. gil U.S. Rolling Stock Go 195 ; age 3 = I eacciasuiie iis uatedaietih, ehtasestnriie $7,668,335.09 
t & Vv ° ca ac ver. oo . 
Kan, City, Ft. Scott & Guif.....310 Vermont Valley... 72408 MOM bs och cee DRNGGR: soo5ckoscls Sot ee Interest on funded debt, rentals of leased lines, and 6.501,693.07 
Kan. City’ Lawrence & So.Kan.483 Vicksburg & Meridian ..........450 Erie Internation- other Charges....... -.02+00eeeeeeeeeee sce ce eeene 501,693.07 
Kentucky Central............++ 195 Virginia Midland................ 142 al Railway 2,683.50 EA Ea oe era 
Knox & Lincoln... . .. ........- 142 Virginia& Truckee... ....... 160 Miscellaneous... a 29 999.99 * * ***ss** | Surplus from the operations of the year...... ..... $1.166,642.02 
Lake Erie & Western....... ... 675 Wabash, St L. & Pacific...194, 218 Co tr t ’ , Sale of $600.000.00 second-consolidated bonds...... 603, "816, 00 
Lake Shore & Mich. So . 71,279 Western oy eeeececceee 7, 675 nstructio n— P Sale of $2,500,000,00 reorganization first-lien bonds 2,466. "805.84 
Lehigh Coal & Navigation Go: 126 Western R. R. Association branch lines... ... 398,862.20 Balance remaining from fund advanced to con- 
Lehign Valiey............ 41, 100 Western Union Telegraph. 5 | Elevator at Buffalo. . 7,394.00 New Y. Lake Erie & Western Coal & 
secoeee-310 West Jersey ............ -.622|) Ship Basin and rt mde poll pet SE. imaprovennents penning 624,129.18 
Long Island............ -». T1 Wilmin: n& Norther ° 5 ‘ 5 5 - | . APOad ANG OLNEP IMPPOVEMENUS.. ..-+-+++++++ ++ Ey : 
Louisville, Gin. & Lexington... 54 Wenseer, & Nashua .. -- Lehigh Docks Say: a DOEBED  scnrcencenoes Fstate of the Erie Railway Company : 
Louisville & Nashville 450, 622,637 Wisconsin Central.....12.2..... : Sgr seeageie 126,713.72 Sale of the Grand Opera House prop- 
New York Lake Eri Erie & Western Weehaiien 37,113.11 te ‘ san a oat Sales of’ 3 2 766 shares of Cleveland, pane 
’ . Blake’s Docks—Buf- a apes ales hay pao Columbus, Cincinnati & Indianapolis 
falo 134,545.09 44.679.11 Railway Company Stock............ 231,762.75 
The report of this company ny for the year ending Sept. 30 vor York & Host . a SOPOAL cose cseeees ee Sale of premises, 331 West Twenty- 
contains the following statements of its property, in the on s. IN ond, catbasdesacevgece cose 20,000. 
’ Lee Railway...... ME ise: 4 te & pikszedbaeda ” 
report of Vice-President Robert Harris: Improvements at —— 966,762.75 
‘The track from Suffern to Piermont and from Bergen to nion Stock = mane nate Gan 
Nyack was narrowed to standard gauge June 24, so that Yards, New York Total. .....-seeeeeeeeees cathe achicha date tate $5,827,745.79 
locomotives and cars of standard gauge can traverse all B x. oon ag apsaze 31,565,92 23,267.49 ..... 100: e0es “This amount has been applied largely to improvements 
parts of the road and branches. A — 52,205.20 | of the road and property, the acquisition of necessary —. 
“The outer rail has not been removed from any part of | maces “railway “ee owe | ment and real estate, the purchase of the capital stoc 
the road this year, but in a few months we shall have} pate... 3,500.00 $500.00: ...c.000500 the Blossburg Coal Company, and stock of other companies 
enough engines of the standard gauge to allow the removal | Amounts paid on ac in which it was advisable for this company to have a con- 
of the third -_ —_ = od the t divisions between count of Equip- trolling interest.” 
Jersey City an crnellsville. yet 2,602,501.29 034,649.41 ............. as ot), eens 
‘Total length of road, including branches and leased stocks of other com- : pm President Jewett’s report has the following: 
roads, Sept. “BO, 1882, 1, 060.592 miles, of which 433.401 a. a) en maresnente 3,269,107.16 2,534,616.67 ....... ..... FUNDED DEBT. 
miles, viz.: between Jersey City and Buffalo, inchating aver th — 273,819.60 The funded debt of the company, Sept. 30, 1881, was 
Bergen County loop line, are double track, and 627.191] 4 mounts due oncur- Grea Ste SteAae $67,165,665. 95. 
miles are single track. rent accounts. .... 3,158,479.00 508,068.50 ... ......... The following changes have been made therein during the 
‘At the beginning of the year there were on hand 544 loco- | Materials and sup- rer just closed 
motives, of which 326 were broad gauge and 218 standard | _plies............... 976,094.84 . ........ z::- 230,086.29 dhe plan and agreement for the reorganization of the 
gauge. ack oa bend Sa 508,617.53 re” 2 ee me Railway Company which was made part of the articles 
“Built in the year in cmon’ nee, 15; condemned —_ “ a ae to 14.126.33 9.587.09 | of incorporation of this company, provides for second-con- 
torn down, 21; leased of Car Trust of New York, No. 2 oie sae SRM? ol ce vet | solidated mortgage bonds to the extent of $25,000,000, Of 
acquired w sith Middletown & Crawford road, 1; anes - Discount on common a SERA, ss this amount $24,400,000 were issued to bondholders of the 
hand at the end of the year 564, of which 259 are broad| stock... ....... a a ee en Erie Railway Company, who assented to such plan and 
gauge and 305 standard gauge. Discount on bonds.. 29,788.16 / kt enna agreement of reorganization, leaving $600,000 of said bonds 
‘Number of locomotives narrowed to standard gauge in | Estate of Erie Rail- 2 a in the treasury of this company for sale or other disposi- 
Win aaa ie a way Co............ 150,629,734.71 ..........000. 581,195.92 | tion. 
“The work of narrowing the locomotives is being carried During the year these bonds have been sold, and the pro- 
on in the company’s shops at the rate of about five per TORES...00002 - SLTOSSR 14.15 96,188,708.) $874,008.00 ceeds devoted to necessary improvements. : 
month,” Net increase... ........... sees $5,908,852.01 ...... «2-5. 2, The plan and agreement of re-organization, as well as 
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the second-consolidated mortgage, provide for the creation 
and disposition of re-organization first lien bonds to the 


amount of $2,500,000 for certain purposes therein named. 

In pursuance of this authority, these bonds, amounting 
to $2,500,000, havo been disposed of during the year, and 
the Caper gy thereof have been used for the purpose for 
which said bonds were created. 

3. During the year, holders of $11,000 of first-consolidated 
mortgage bonds have assented to the plan of re-organiza- 
tion, as they were entitled to do, which has involved the 
issue for the coupons thereof of first-consolidated funded 
coupon bonds to the amount of $2.471.70. 

4. During the same period, one second-mortgage bond 
has been purchased and cancelled, amounting to $1,000. 
This bond was so much defaced that it could not be negoti- 
ated. 

The total amount, therefore, of the funded debt on Sept. 
80, 1882, was $70,267,137.65. 

The amount of the first consolidated mortgage bonds, at 
present unassented, is $169,000, 


EXTENSION OF THE THIRD MORTGAGE, 


This mortgage will mature March 1, 1883, The bonds out- 
standing secured by it amount to $4,852,000, bearing inter- 
est at the rate of per cent. per annum. Arrangements 
have been made for the extension of these bonds from the 
date of their maturity, for a term of 40 years, at the rate 
of 43¢ per cent. per-annum. 

This reduced rate of interest will make an annual saving 
in the interest account of $121,300, which, together with 
the reduction made in the rate of interest on the extension 
of the fourth mortgage, amounting to $58,740 per anrum, 
and the reduction made in the rate of interest on the s:conad 
mortgage amounting to $43,480 per annum, makes a total 
saving of $223,520 per annum. 

Your board believe thatthey will be ab!» to extend th« 
outstanding mortgages as they mature, at reduced rates of 
interest, corresponding with the reductions already made as 
above, and thus effect such a reduction of the fixed chargis 
as will enable the company, ato very distant day, to pro 
vide for quarterly or semi-anouai Cividends on its preferred 
stock, if the law will permit, and a’so to make some pro 
vision for its common stock. 

ASSESSMENT FUND. 

The balance of the Assessment Fund remaining on 
hand, and unexpended, Sept. 30, i881, as per last 
UNE MN Sarita ncccace is) 's- baacheunave aes béaces SRO. 

Add interest on investments.................--++ e055 : 54 





$1 

Less amount returned toa preferred stockholder, who 
had paid the assessment on common stock, in error. 100.00 

$14 





Of this sum there has been applied to improvements. . 
Leaving a balance Sept. 30,1882, in hands 

of the Trustees in London.. . $5,338.69 
Tn TAG OF THORSUTOP. 2.5.5.5 k oes cece 


) 





MDS ave en ah addin ni ects xsgsdcaveeers 
REMARKS. 

Until within the last two years the efforts of your board 
have been directed almost solely to the improvement of the 
road, its equipment, its terminal and other facilities, so that 
not only the traffic then offering, but a largely increased 
business might be done with the greatest facility and the 
bighest degree of economy. 

aving made great progress in this direction, as the re- 
ports and results from year to yéar evidence, your board 
turned its attention to the development of local interests and 
properties along its line, as well as to the securing by roads 
under its control independent access to the great trade cen- 
tres of the West. Hence the contracts and acquisitions here- 
after specifically named. 

THE BRADFORD BRANCH EXTENSION. 

The Erie Railway Company, many years since, became 
the owner, in fee, of a large body of coal lauds situated in 
the counties of Jefferson, Elk and McKean in the state of 
Pennsylvania, and also the owner of the mineral rights of 
about an equal number of acres, in all about 36,000 acres, 
all of which lands are heavily timbered, the product of 
which, when prepared for market, can be readily sold ata 
profit, as well as to furnish to the railroad a very heavy ton- 
nage for transportation. 

hese lands lie distant from the Bradford Branch road an 
average of some 50 miles or more. The company could not 
avail itself to any great extent of the advantage afforded 
by these properties for fuel purposes, or of their products 
for sale or transportation to market, unless its road was ex- 
tended to and through such properties. Tbe board, there- 
fore, after mature consideration, determined to extend the 
Bradford Branch rvad down into these coal fields, and in 
making provision for such extension, to make, if possible, 
such contracts or arrangements with the Pennsylvania Rail- 
road Company as would secure for a eonnection of such ex- 
tension with the Allegheny Valley (or Low Grade) road, 
and thereby form a line connecting our system of roads with 
the city of Pittsburgh and the roads tributary thereto. Be- 
lieving that a very large and profitable traffic could be built 
up in the event of such connections, negotiations to these 
ends were at once entered upon. 

A most satisfactory contract has been made with the 
Pennsylvania Railroad Company for the construction of a 
road connecting Johnsonburg, the end of our extension of 
the Bradford Branch, with Falls Creek, on their Allegheny 
Valley (Low Grade) road ; connecting also at Brock way- 
ville with our branch line into the mines. 

Under these arrangements we have completed the road to 
Johnsonburg and are now operating it, bringing from our 
mines a large amount of coal daily. The extension to Falls 
Creek and the branch into the mines we expect will be com- 
pleted early in the coming season. 

The character of the coal taken from these properties 
pores to be of the very best, both inthe form of coal or 
coke. 

That these properties will now be made to contribute 
largely to the interests of this company your board has no 
doubé ; and that a very large traffic from Pittsburgh will 
grow up we have every reason to believe. 


LEHIGH VALLEY RAILROAD. 

The Lehigh Valley Railroad connects with our road at 
Waverly, 167 miles east of Buffalo. 

It is one of the largest coal-producing companies in the 
country, and also has control of a very large miscellaneous 
business. It had divers connections independent of our 
road, and had, ior some years, done its business with such 
as from time to time offered to do it the greatest advantages. 
It was considering the propriety of extending its own road 
to Buffalo, when negotiations for concentrating its business 
on our for all points west of Waverly were commenced. 

The result of these negotiations was the making of a con- 
tract, on May 1, 1882, to continue 10 years, and thereafter 
until one year’s notice is given of a desire to terminate it, 
for giving to this company at Waverly, for all points west 
thereof, its entire traffic, coal and miscellaneous upon terms 
and conditions just and satisfactory, as your board believes, 
to both companies, and of great value to your company, 





ERIE & WYOMING VALLEY RAILROAD. 


About the time of the purchase of the bituminous coal 
lands in Jefferson, Elk and McKean counties, Pennsylvania, 
to which reference has already been made, the Erie Rail- 
way Company also acquired considerable interest in the an- 
thracite coal lands located in the Wyoming Valley of Penn- 
sylvania. It had previously leased what is known as 
the Jefferson Railroad, running from Susquehanna, on our 
main line, to Carbondale, Pennsylvania, a distance of 34}4 
niles. 

In the neighborhood of the coal lands thus acquired there 
are very extensive mines, producing annually many million 
tons of coal. To reach these mines and to secure the trans- 
portation of such product westward, we had to take our cars 
from Jersey City to Susquehanna and thence down the Jef- 
ferson Railroad to Carbondale, at which point we were 
forced to rely entirely upon other companies for their proper 
distribution to the various collieries. After they were 
loaded they had to return over the Jefferson road to Susque- 
hanna for transportation west. By reason of these and many 
other difficulties, we were substantially cut off from a very 
large westward coal business, which we might otherwise 
have controlled. 

In the case of coal*traffic eastward bound from the Wyom- 
ing Valley, our principal trade. was from the Delaware & 
Hudson Canal Company and the Pennsylvania Coal Com- 
pany, by way of their gravity roads over the mountains, 
and was delivered to us either at Honesdale or Hawley—a 
somewhat expensive operation, involving much delay frum 
transfers. 

To avoid these difficulties, expenses and delays, your 
board some time since entered upon negotiations with the 
Penusylvania Coal Company for the use of their lines and 
planes over the mountains, for a standard gauge rood by 
which we could run our cars direct to their collieries, and to 
those of other companies. These negotiations have resulted 
in a contract by which all these purposes will be accom- 
plished and by which we will secure, east and west, the 
entire product of the collieries of the Peunsylvania Coal 
Company as they exist, or may hereafter exist, and by 
wLich we can, without doubt, secure the transportation of 
a Jerze amount of other coal from the same region, hoping 
that the Delaware & Hudson Canal Company will see their 
way Clear-to unite in a similar contract. 

‘Lhe savingin the expense of handling empty cars in their 
mileage (about 100 miles), aud in the time of getting them 
west will in itself contribute largely to defraying any bur- 
dens we may have to assume inthe construction of this 
road. We hope to avoid the necessity of building the road 
the entire distance to Carbondale; but, if necessary to make 
the connection complete, it will be built. We hope, how- 
ever, to make satisfactory arrangements with some one of 
the many roads runring in that direction. 


THE BLOSSBURG CCAL COMPANY. 


This company proper was represented by a capital of 
$1,000,000; but subsequent to its organization, in addition 
to its own property, it had acquired largely of the property 
of other coal and railroad companies 

The property of the company is situated in the state of 
Pennsylvania, about 50 miles south of the New York, Lake 
Erie & Western Railroad, connected therewith at Elmira 
by its own road, and at Corning by 30 miles of its own 
road, in connection with 15 miles over which it has trackage 
rights. 

After considerable negotiation, the stock of this company 
was purchased for $2,000,000. Of this amount $1,285,000 
was paid in cash and the Grand Opera-house property, 
which your Company had so long owned, was putin ata 
valuation of $715,000. 

By this purchase we secure the ownership and control of 
about 66 miles of railroad, and of about 28,000 acres of 
coal lands, which are fully developed and producing about 
400,000 tons annually, together with two hundred coke 
ovens, producing about 60,000 tons of coke per annum. 
Thefland is heavily timbered, and had on it two large saw- 
mills, equal in capacity to about nine millions of feet of 
sawed lumber per year. Since the acquisition of the 
property another mill aas been completed equal in capacity 
to both of the others. 

The property in the past has been producing a very large 
profit upon the investment, and may be made still mcre pro 
ductive, especially in the bhandsof yourcompany. The great 
object, however, in view in this negotiation was to secure 
the absolute control of this valuable property, and the trans- 
portation over your railroad of its products. 

This has been done, and the investment will undoubtedly 
prove a very valuable one. 

CHICAGO & 


ATLANTIC RAILWAY COMPANY. 


This is a road projected from Chicago eastwardly to the 
town of Marion, on the New York, Pennsylvania & Ohio 
Railroad, a distunce of about 269 miles. The country 
through which it passes is one of the most productive in the 
states of Ohio, Indiana and Llinois. 

The line is a direct one, free from curves and grades. The 
company entered into a contract with Messrs. Conant & 
Smith for the construction of the road, agreeing to give them 
in consideration therefore, the entire proceeds of its mort- 


gage bonds ($6,500,000) and its entire capital stock 
($10,000,000). 


To secure the construction of the road and its future man- 
agement to the satisfaction of the parties proposing to pur- 
chase the bonds, it was agreed that the entire proceeds 
thereof together with certain subsidies which had been 
voted by the counties and townships along the line, should 
be deposited with the President of the New York, Lake Brie 
& Western Railroad Company, in trust, and the duty was 
devolved upon him of seeing to the proper application 
thereof to the construction of the road. it was further stip- 
ulated that 90 per centum of the stock should also be 
deposited with him, with the irrevocable proxy to vote 
thereon during the life of the bonds (thirty years from the 
date thereof), thereby securing to your company the abso- 
lute contro] of the road for such period. The contract also 
provided for a traffic arrangement between the Chicago & 
Atlantic Railway Company, the New York, Pennsylvania 
& Ohio Company, and your company, and for a represen- 
tation of the New York, Pennsylvania & Ohio company in 
the board of the Chicago & Atlantic Company. 

Under this arrangement, the road is now near its comple- 
tion. It has been well and substantially constructed, and 
will probably be in condition for active business early in the 
ensuing January. By this means, your company secures 
access to the business and markets of Chicago by a line of 
road as much under its control as though it had advanced 
all the money needed for its construction and assumed all 
the obligations incident to its maintenance und operation. 
The only obligations your company has assumed in the con- 
tract referred to, are those of seeing that the road is com- 
pleted out of the proceeds of such bonds and subsidies, or if 
such proceeds shall not be sufficient, to provide any balance 
which may be necessary for that purpose, having therefor 
the first lien upon its surplus earnings after payment of the 
interest ee its bonds ; and joining the New York, Pennsyl- 
vania & Ohio Railroad Company in a traffic contract, by 
which it is agreed that if the Chicago & Atlantic Company 











fail to pay the interest upon its bonds, then the two first- 
named companies shall set apart out of the earnings realized 
by them from the business coming toor going from that 
road an amonnt sufficient to make good any deficiency in 
the payment of such interest. 

We have every reason to believe that this road will be one 
of the most profitable of any constructed in the West. It 
will be observed that the only liability devolving upon the 
Chicago & Atlantic Railway isits mortgage debt of $6,- 
500,000, which is so small in comparison with the liabilities 
of like lines in the West that the value of the investment in 
the bonds as well as in the stock cannot well be questioned. 


CINCINNATI, HAMILTON & DAYTON, 


The Circinnati, Hamilton & Dayton road proper runs 
from Cincinnati to Dayton, a distance of €0 miles, travers- 
ing for its entire length the Big Miami valley. It is also the 
lessee of the Dayton & Michigan road, running between 
Dayton, Toledo andthe Lakes. Italso controls the Cin- 
cinnati, Richmond & Chicago road, connecting Hamilton, 
on its main line, with Richmond, in the state of Indiana, 
and also the Cincinnati, Hamilton & Indianapolis rcad, run- 
ning from Hamilton to Indianapolis. 

By the control of the Cincinnati, Hamilton & Dayton 
road, we secure independent access to the trade and mar- 
kets of Cincinnati, Indianapolis, Dayton, Richmond and 
Toledo. 

The number of miles the control which is thus acquired is 
about 350. 

An attempt was made to consolidate these roads with the 
Cleveland, Columbus, Cincinnati & Indianapolis Raiiroad, 
under such circumstances as led your company to fear that 
it would be embarrassed. if not entirely cut off, from reach- 
ing any of the points designated over any of the lines in the 
Cincinnati, Hamilton & Dayton system; hence such steps as 
were deemed best were taken to secure, if possible, their 
control, or at least to prevent their being controlled in in- 
terests adverse to those of your company, the result of 
which was an agreement with the holders of two millions of 
its stock (that being a majority of the whole), by which the 
representative of your company became the purchaser of 
the stcck, the parties from whom the purchase was made 
agreeing to receive beneficial certificates therefor to the 
amount of $1,500,000, and your company obligating itself 
to make guod any failure of the Cincinnati Company to pay 
a semi-annual dividend of 3 per cent. upon the amount of 
stock thus controlled, the title to the stock and the voting 
power thereon remaining with your company or its repre- 
sentatives indefinitely. 

Your board regard this a very valuable acquisition. They 
anticipate no loss whatever from the guaranty, but great 
advantages to be derived from the reasonable and proper 
exercise of the power thus secured. 

The following is but a brief statement of these various 
contracts. It would be impossible to put them in detail in 
this report; but in the judgment of your board they are of 
great value, and will, when in full operation, contribute 
largely to the revenues of the company, at a comparatively 
slight expense, and are in the line of the policy long since 
determined upon, the full benefits of which, however, can be 
realized only when they are all fully completed. 

DIVIDENDS. 

By reference to the general profit and loss account it will 
be noticed that the interest upon the income bends, and the 
dividend upon the preferred stock for the year 1881, are en- 
tered in the accounts of the year 1882, although they were 
due and payable on account of the earnings of the year 
1881; but not having been declared or ordered paid until 
after the close of the fiscal year, they were necessarily car- 
ried into the accounts of the present year. 

The board has this day authorized the payment of the in- 
terest on the income bonds and a dividend of 6 per cent. 
on the preferred stock of the company for the year 1882, 


CONCLUSION. 

The board takes pleasure in testifying to the efficiency 
with which the various officers, agents and employés have 
discharged the duties required of them. 


Petersburg. 


This company owns a line from Petersburg, Va., to Wel- 
don, N. C., 64 miles. The following report for the year 
ending Sept. 30 was presented at the recentannual meeting. 

The stock and debt was as follows : 

Preferred stock 


$323,500 





OGIDMOG BOOGIE, ..n cies esas ccvaves scevcsocnsccccesesese 1,000,700 
UNG Sc inden cek kceete! wenbceds cemsenns cede $1,324,200 
Income bonds 4 per Cent.........cccccccccccccscescccces 160,000 
MUNG GOI Siiacsiscccvesctovsceass:  Sesuteusacsedenece 1,803,000 
| Eee Sey Seer, Pere ee St $3,287,200 


The mortgage debt consists of $400,000 old 8 per cent. 
first-mortgage bonds ; $3,000 old second-mortgage bonds; 
$400,000 new Class A, 5 per cent. bonds and $1,000,000 new 
Class B, 6 per cent. bonds. The authorized issue of Class A 
bonds is $1,000,000; the unissued balance is to be used to re- 
tire all the other debt except the Class B bonds. 

The earnings for the year were as follows : 












1881-82. 1880-81. Ine. or Dec. P.c. 

er $298,544 $285,257 I. $12,287 4.3 

Creer 159,703 D. 29,57 16.2 

Net earnings.... .. $138,841 $96,975 I. $41,866 43.2 

Gross earn. per mile .. 4,665 4,473 OL. 192 4.3 

N ra sat ree 2.169 1,515 I. 654 43.2 
Per cent. of expenses. 53.49 66.12 D. 12.63 pee 


There was a small decrease in freight, and an increase in 
passenger, mail and miscellaneous earnings. The net earn- 
ings were sufficient to meet all interest charges and dividends 
on prefered stock. 

The additions to the property of the company consist of 
an iron bridge across the Nottoway River, costing 
$4,970.26; track scales at Petersburg, costing $1,060.17; 
830 tons steel rail, $16,804.72; stationary engine at shops, 
$1,532.85; 5 box and 12 flat cars, $10,802.58; two pas- 
senger cars, $10,092; one locomotive, $12,680.50; two 
wood and tank sheds, $2,044.64. 

President Myer’s report says: ‘‘ With regard to the lia- 
bilities of the company, there have been issued 400 Class A 
5 per cent. bonds. The whole of tle Class B 6 per cent. 
bonds have been disposed of as directed in your former 
meeting. 

‘There are still unredeemed certein coupons of the old 
first-mortgage bonds, amounting to $49,000. These cou- 
pons may be redeemed at any time within the next four 
years, either from the proceeds of further sales of Class A 
bonds or from the surplus revenue of the company. There 
are still outstanding $3,000 of the old second-mortgage 
bonds, upon which, however, the interest has been paid. 
The coupons were not presented until recertly. 

“The business of the company suffered, of course, from 
the interuption of Richmond, due to the destruction of the 
James River bridge; and the short crops of last year bave 
told upon its receipts. Both of these drawbacks have 
ceased to operate.” 














